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T is announced in Washington that the Secretary of State has 
| appointed Hon, Martin A. Knapp, chairman of the Interstate 
Commerce Commission, to confer with Hon. J. P. Mabee, chair- 
man of the Railway Commission of Canada, on the subject of 
joint control of international freight and passenger rates. This 
is the outcome of a suggestion made by the Canadian commission 
a year ago, based, it is said, on the fact that there has been 
some demand in Canada for suitable legislation by which a rail- 
way can be required, for instance, to make through rates from 
Montreal to Philadelphia, the same as though both cities were in 
Canada or both in the United States. It is claimed that there 
are cases where such through shipments have to pay the sum of 
two local rates, when equity would require that a lower through 
rate be made. As the Canadian Railway Commission has a pepu- 
tation for making wise and just decisions in rate questions, there 
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can be no objection to the proposed conferences—if Chairmam 
Knapp can spare the necessary time from his numerous engage- 
ments as mediator in disputes about wages; but it is not clear 
that there is any pressing public need for joint control. The 
necessary machinery would be somewhat cumbersome. The 
present arrangement, by which international rates are controlled 
by each country separately, so far as its territorial jurisdiction 
will allow, seems to work pretty well. Rates are in most cases 
kept down by competition; and as for publicity (in case of 
abuses) the regulating bodies of the two countries can co-operate 
effectively without any change in the laws. When one reads the 
scores of decisions issued by the Interstate Commerce Commission 
on such questions as whether sawdust should be charged more or 
less than planing-mill shavings, the thought of making that kind 
of question the subject of a treaty between “high contracting 
parties” is rather wearying. 





O NE of the anomalies of the railway accident record, as. 

published quarterly by the Interstate Commerce Commis- 
sion, is the very considerable number of men killed and injured 
in coupling and uncoupling cars. In the latest bulletin, that for 
the last three months of 1909, the total number killed in coupling 
or uncoupling was 66, and injured 837. And yet the law re- 
quiring the universal use of automatic couplers has been in full 
force for 10 years. The present record is in large degree ex- 
plainable by the broad definition which is given to the term 
“coupling.” It includes all of the preparatory processes as well 
as miscellaneous work connected with the handling of cars on 
which the coupling apparatus is out of order. Much of the 
work done under this head is, in a sense, unnecessary, in that 
the rules if strictly followed, authorize the men to postpone oper- 
ations in which they have to risk their limbs until the work can 
be done with safety. Indeed, it is said, in the bulletin before us. 
(Table 3), that four of the killed and 30 of the injured went 
between cars unnecessarily and contrary to rule. These facts of 
the accident record are brought to mind by a recent newspaper 
item, which says that on the Middle division of the Pennsylvania. 
Railroad an order has been issued that— 

“In the event of an employee finding it necessary to go between 
cars in a train, before doing so he must safeguard himself by 
seeing that some member of the crew is made aware of the fact, 
and the latter must take the necessary precautions to prevent the 
train being moved while there is a man between the cars.” 

While this order simply gives form to what already is (or 
should be) the best practice, it will be useful in calling the at- 
tention of trainmen formally to the fact that going between cars 
is risky and, moreover, that, when it has to do with coupling, the 
act is contrary to the spirit of the law. The habit of risking life 
and limb seems in railway work to be most insidious. This 
being so, every trainman ought to be glad of the adoption of any 
rule which will help eradicate the habit. 





HE wreck which was caused by the collision at Middle- 
town, Ohio, July 4, in which 23 persons were killed, was 
caught by the motion-picture photographers within an hour after 
the collision occurred, and it appears that the owners of the films. 
have exhibited, or attempted to exhibit, the pictures in the towns 
in that region. To this exhibition the railway company objects, 
and the mayor of Hamilton has been asked to suppress the pic- 
tures as being morbid and distressing in character. Such a re- 
quest is eminently proper. Motion pictures are so inexpensive 
that the shows draw large numbers of children and youths who 
are more likely to be harmed than benefited by sights of dead and 
dying victims of a smash-up. The city authorities should act 
on their own initiative in such a matter, as much as in the case 
of the prizefight pictures. Such shows take us back a hundred 
years, when children were taken to see public executions of 
criminals. At the same time it must be said that a railway which 
in this year of grace runs heavy passenger trains on single track 
at 70 miles an hour without a space interval system deserves all‘ 
the punishment that may come to it by the exhibition of the 








148 


results of such a dangerous method of train management. In- 
deed, if motion pictures showing the distress caused by collisions 
could be displayed before some men who are responsible for the 
creation of public opinion, an appropriation from the public 
treasury for that purpose would be commendable. 





RECORDS OF AUTOMATIC BLOCK SIGNAL PERFORMANCE. 
ITH the rapid increase in mileage worked under auto- 
matic block signals, railways have come face to face with 
the serious question of being able to get from their employees 
reliable reports of false clear signal failures. Such failures are 
of themselves very difficult to detect in the ordinary course of 
events unless they happen to hold the s‘gnal continuously in 
the clear position. Occasional or intermittent clear failures are 
discovered, usually, only by accident. Of course, a man riding 
on the rear end of a train will, in daylight, be able to detect 
any such failure for his train; but to employ a sufficient number 
of inspectors to ride on the rear end of every train would be 
an unwarranted expense. It would not be impossible, perhaps, 
to require flagmen or rear brakemen to observe signals from the 
rear end and report false clear failures, but no one has yet tried 
this with sufficient care to show whether it could be done with- 
out annoying difficulties. To identify the signals accurately 
would be a somewhat strenuous job. It is almost out of the 
question to detect clear failures on a track on which the train 
is not running, as it is seldom possible to see whether or not 
the whole block is occupied. On a dark night there is nothing 
to show a man on the rear end whether or not a signal (on 
his own track) sticks clear except in some cases a back light; 
and back lights are so small or dim that they are easily con- 
fused with other lights. To make of them reliable indications 
would necessitate radical changes. In times of storm, even dur- 
ing the day, the difficulty is greatly increased. 

It seems, then, that, unless we are going into costly experi- 
ments and radical changes, reliance must be placed for accurate 
reports on efficient inspection and the honesty of the signal re- 
pairmen. The section forces might be educated to a point where 
they could make reliable reports on signal failures and thus 
assist materially. This, however, would take time, and the pres- 
ent assumption presupposes a high order of discipline and a 
thorough understanding among the men of the true purpose of 
reports of clear as well as other failures, which purpose is a 
check on the efficiency of the organization and apparatus and 
not a system of espionage. Especially should it be understood 
that the maintainer will not be censured for failures not due to 
any fault of his. Many men will instinctively try to conceal 
failures for the sake of their records, or for fear of censure or 
through a mistaken sense of loyalty to some fellow-employee. 
For this reason failures should be classified, and those due to 
poor maintenance only should count against the maintainer’s 
record. 

Reasonably frequent staff meetings, at which the 
reporting and the causes of failures can be freely discussed, 
are an efficient means of gaining the confidence of the men. The 
signal engineer or other responsible officer should hold meetings 
regularly with the supervisors, and they in turn with their men. 
All the maintainers could not, of course, be withdrawn from their 
sections at one time for this purpose, but they could be divided 
into groups, each of which could meet separately; and these 
groups could be made to overlap so that the personal experiences 
of each man would be available to all. Brief reports of such 
meetings could be distributed throughout the department, the 
names of those participating being omitted if found desirable. 
At such meetings the dangerous nature of false clear failures 
and the desirability of removing their causes at almost any cost 
should be impressed on all. In this connection, it is possible, 
with a little intelligence, to do much good work of an educational 
nature among the maintainers through the inspectors and super- 
visors. 

This matter of reliable reports is one of the most serious 
problems connected with automatic block signal operation. Last 


subject of 
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year the Railway Signal assoc‘ation appointed a committee to 
investigate the subject and report on methods in use and to 
make recommendations. This committee is competent to deal 
with the subject with thoroughness and intelligence, and its re- 
port should be of great value to all concerned. 





OVERLAPPING PROTECTIVE COMMITTEES. 
T is not unusual during railway receiverships to have two 
rival committees, both representing the same class of securi- 
ties and each asking for the deposit of these securities and 
issuing in exchange certificates of deposit, but it is quite unusual 
for a protective committee to be formed which asks not only for 
the deposit of securities but for the deposit of certificates of 
deposit representing securities deposited with another committee. 
In the case of the Wabash-Pittsburgh Terminal first mortgage 
bonds, a protective committee, of which J. N. Wallace, president 
of the Central Trust Co. of New York, is chairman, was formed 
soon after the receivership and received deposits of first mort- 
gage bonds, issuing in exchange certificates of deposit. It is 
claimed that the agreement under which these first mortgage 
bonds were deposited provides that bondowners shall not have 
the right to withdraw their securities until the committee has 
formulated a plan for the reorganization of the company. A 
tentative plan for the reorganization of the Wheeling & Lake 
Erie and the Wabash-Pittsburgh Terminal was suggested, but 
had to be abandoned because of legal difficulties. The first 
mortgage bonds of the Terminal company are secured on the 
property of that company and by the deposit of a controlling 
interest of the stock of the Wheeling & Lake Erie and also 
by a traffic agreement made between the Terminal company, the 
Wabash Railroad and the Wheeling & Lake Erie, under which 
the Wabash and the Wheeling agreed to pay the Terminal com- 
pany 25 per cent. of the gross profits on interchange traffic in 
case this amount is needed to meet a deficit in interest of the 
Terminal company. When the Wheeling was put in the hands 
of a receiver, this traffic agreement was suspended by the re- 
ceiver under order of the court, and shortly afterward the 
Wabash also suspended its agreement with the Terminal com- 
pany. 

On August 1, 1908, $8,000,000 5 per cent. notes of the 
Wheeling fell due. These notes were secured by a deposit of 
$12,000,000 general mortgage 4 per cent. bonds of the Wheeling 
and were guaranteed, principal and interest, by the Wabash 
Railroad. The notes were bought by a syndicate representing 
Wabash interests, and this syndicate presumably now holds the 
$12,000,000 Wheeling 4’s that were the security for the notes. 
It is claimed that the trustee of these Wheeling 4’s is the Central 
Trust Co. of New York, and the interests which have now 
formed a new protective committee to represent Wabash-Pitts- 
burgh Terminal first mortgage bonds have pointed out that the 
same interests, namely, the Central Trust Co. interests, have been 
placed in the contradictory position of representing the Terminal 
company’s bonds, one of the equities of which bonds lies in the 
traffic agreement between the Wheeling, the Wabash and the 
Terminal company, and at the same time representing the gen- 
eral mortgage bonds of the Wheeling, which bonds would be 
directly benefited by a final suspension of the tri-party traffic 
agreement. The new protective committee, of which James G. 
Chaplin is chairman, will ask the deposit of both Terminal first 
mortgage bonds and certificates of deposit of the Wallace com- 
mittee of these bonds. Apparently, the Chaplin committee 
thinks that the interests of Terminal mortgage bondowners will 
not be served by a suit brought against the Wallace committee to 
compel them to return bonds deposited with them, because, it is 
said, such a suit, if successful, would relieve the Wallace com- 
mittee of any responsibility that it may already have incurred 
through delay in forming a plan for the reorganization of the 
Terminal company. On the other hand, the Chaplin committee 
must have in some substantial form the assurance of at least a 
considerable part of the Terminal company bondowners before 
it can take any definite steps toward the protection of these 
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bondowners. Apparently, therefore, its object will be to formu- 
late plans for a reorganization of the Terminal property and for 
the protection of the bondowners in the hope that by showing 
what can be done in the bondowners’ interests it will by in- 
ference show what could have been done by the Wallace com- 
mittee. In this way it would seem that the Chaplin committee 
hopes to be able to force the Wallace committee either to adopt 
the Chaplin plan or to make a plan of its own which will give 
the bondowners the chance to withdraw their bonds from the 
Wallace committee. It is a curious illustration of the 
intricacies of system building that the interests repre- 
senting the Wabash Railroad and the Wheeling & Lake Erie 
appear to be almost as convinced now that they must free 
themselves of any connection and responsibility for the Wabash- 
Pittsburgh Terminal as the Gould interests were originally anxious 
to gain an entrance into Pittsburgh. In the meantime the quota- 
tion for Terminal first mortgage 4’s was as low as 35% last 
week, and the quotation for Central Trust company certificates 
representing these 4’s was 32. The second mortgage bonds of 
the Terminal company were quoted last week as low as 4%. 





ENLIGHTENING (?) THE PUBLIC. 
HE hearing which was given by the Interstate Commerce 
Commission at Washington last week on the application of 
the New Jersey commuters for an order postponing the advertised 
increase in the prices of their tickets afforded a fine example of 
a waste of energy which is often observable in the presentation 
of railway affairs to the public. Following the prayer-book as 
though it were the very gospel, the railways left undone the 
things that they ought to have done and did the things that they 
ought not to have done. Their main purpose seemed to be to 
take still another line from the prayer-book and, in the most 
impressive manner possible, declare that, as a result of the hard- 
ships endured during the past few years, “There is no health in 
us.” But, with a fatuity that is inexplicable, they proved too 
much; proved not only that they lacked health but that they 
were dead and buried—almost. 

The statistics which were presented were either fragmentary 
or one-sided; so much so that they could have little, if any, use- 
ful effect, while the thing that obviously was most needed, a 
succinct statement clearly showing the strength of the railways’ 
case, was conspicuous by its absence. The reporters, ready to 
publish such a statement, were left to put it together as best 
they could. Each railway officer who attended the hearing had 
for his main object, no doubt, the presentation to the commis- 
sion of conclusive evidence that the commutation rates which 
he had advertised were reasonable; and we must conclude that 
he carried out his purpose; carried it out by laying before the 
commission statistics of which the reporters did not get hold. 
But there was also another object: the laying of his case before 
the public. It is the failure to do this effectively, or even in a 
passable fashion, of which we are here complaining. If the rail- 
way man says that he did not expect or intend to enlighten the 
public on this subject at this particular time, we reply that that 
is a duty which he could not fairly omit; for the newspapers, 
looking upon this hearing, the first under the revised law, as of 
unusual importance, were sure to do their best to publish an 
illuminating report of it. Doing their very best, however, they 
could not make a satisfactory report, and therefore it was the 
duty of the railways to have prepared one. If those people who 
are interested in a subject of this kind could be induced to 
repress their curiosity until the Interstate Commerce Commission 
should find time to issue a report, the case might be different; 
but that is not possible. The people want a report at once, and 
the Associated Press tries to give it to them. A number of 
railway press bureaus are now engaged constantly in an endeavor 
to enlighten the public as to the useful activities, the virtues and 
misfortunes of the railways. Here was an opportunity which 
they missed. 

There is no evading the demand for all reasonable fulness and 
frankness in giving information to the public. Partial or mis- 
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leading information either fal!s flat and is unnoticed, or it leads 
somebody to still further befog the issue by publishing mis- 
leading information on the other side. Any deliverance 
which manifests a lack of frankness leads shippers, and 
all of the voluble fellows who pose as advocates of the 
shippers, to issue something from their standpoint which 
is equally futile, and that portion of the public which is dis- 
posed to be impartial is delayed and confused in reaching any 
satisfactory conclusion. The Chicago spokesmen of the shippers’ 
organizations even complain that the Railway Business Associa- 
tion is made up largely of railway men in disguise; and when 
a beef shipper agrees to an advance in freight rates he is accused 
of being an owner of railway stock rather than a shipper of beef. 
And when it comes to making exaggerated and one-sided state- 
ments, we think that the “shippers” are less blameworthy than 
the railway men, for, in their bigger mountain of ignorance, they 
have a more plausible excuse for their errors. 

President Truesdale of the Lackawanna said at Washington 
that in 10 years his company had lost about a million dollars a 
year on the operation of the Morris & Essex, which is leased to 
the Lackawanna, or ten millions during the whole period of 10 
years; while, during the same time, the Lackawanna had spent 
on the M. & E. fifteen millions. The uninformed reader gives no 
credence to such a statement as that. He feels sure that there 
is something wrong about it. The reader who has some little 
information about the relations of these two companies to each 
other concludes that somewhere in the accounts a big profit 
would be shown, and that this big profit has been concealed. 
The fact that this loss of a million a year is calculated after 
interest at 7 per cent. has been paid on nearly thirty-two millions 
of the stock and bonds of the Morris & Essex is soon discovered 
by any one who finds it worth while to#look up the record. This 
interest, amounting to $2,217,390 a year, is $950,290 larger than 
the sum that would have to be paid if the interest rate were 
4 per cent. instead of 7 per cent.; and this difference is just about 
equal to the annual deficit as given by Mr. Truesdale. As a 
large majority of newspaper readers and other citizens believe 
that 4 per cent. is a reasonable rate of interest on railway invest- 
ments, this is a state of facts which ought to be explained. If 
it is not explained by the railway officers most interested, it will 
be explained, with suitable coloring, by someone else. 

The public, in considering the cost of operating a railway, 
looks, and rightfully looks, on the total payments of interest on 
all of the capital invested. If a road is doing business at a loss, 
even for a short time, it has some reason for doing so, and in 
a case like this the public is entitled to know the reason. No 
honorable merchant offers to sell goods at less than cost with- 
out setting forth what he believes will be accepted by the public 
as a reasonable explanation of his attitude. 

Some of the other roads presented figures at the hearing as 
confusing as those here referred to, though not on such a large 
scale. Statements of profit or loss per passenger mile, per train 
mile, per passenger journey or per passenger year (or month) 
are mostly wasted at a public hearing, because the hearers are 
led to try to swallow more than they ca nassimilate; while 
the reader of the doings in the newspapers the next morning 
suffers from the hasty preparation of the report bv the news- 
papers. As before observed, the thing needed is a full and suffi- 
cient statement by the railwavs. A general argument, based on 
the increase in the cost of living, such as would be put into a 
stump speech, does not meet the situation. The only satisfactory 
treatment is by means of a statistical comparison. It may be 
said that so ponderous a production is not called for; but to this 
the obvious answers are: (1) The railways began by giving 
out a lot of figures voluntarily and (2) the Associated Press 
tried to give these railway statements to the public. Once bezun, 
the process should be carried out. 

Again, any statement of a case like this should be of reason- 
able length. If the attorneys who go to Washington furnish 
material for a four-column article, and the matter seems to the 
editorial agent of the Associated Press too thin to be worth more 
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than one column, he is going to try to abridge or condense what 
is given to him. He is likely to do that job imperfectly, and 
therefore it behooves the railways not only to prepare an article 
beforehand but to make it of reasonable length and solidity. 

Omission of important features, concerning which newspaper 
readers are well enough informed to raise mental queries as they 
read, is also a serious mistake. There is no longer any use in 
getting up railway “news” in the style of the idle-hour para- 
graphs of the afternoon papers. The business in hand is an ele- 
ment in a serious controversy, and if it is not to be taken up with 
a view to real illumination of its obscure features it is a question 
whether it should be taken up at all. But, as already intimated, 
the Associated Press will take it up even if those most inter- 
ested neglect it. 





INCONSISTENT FEDERAL REGULATION. 

HE inconsistency between the Sherman act and the Inter- 
state Commerce Act would have been much reduced if 
the administration railway bill introduced at the last session of 
Congress had been passed as originally presented. It would 
have legalized reasonable agreements regarding rates and also 
some existing combinations of parallel railways. Instead of 
being mitigated, this inconsistency has been increased by the 
enactment of the Mann-Elkins act; and it is now more glaring 
than ever before. This emphasizes the need for amendment of 

the Sherman act as it applies to railways. 

When the original Interstate Commerce Act was passed, the 
Interstate Commerce Commission assumed that it was empowered 
to reduce rates, and acted accordingly. When the Sherman law 
was passed, it was the general understanding that it did not 
apply to railways. So long as this condition lasted there was 
no seeming inconsistency between the two laws. The railways, 
it was understood, had the right to make reasonable agreements 
regarding rates; and the commission, it was assumed, had 
power, by reducing any unreasonable rates that they might 
make, to prevent them from abusing this right. The Supreme 
Court of the United States, by its decisions in the maximum 
freight rate cases and in the Trans-Missouri Freight Association 
case, completely reversed the situation. In the latter case it held 
that the railways could make no agreements in restraint of trade, 
reasonable or unreasonable. In the former cases it held that 
the commission had no power to fix rates. This interpretation 
of the two acts developed the inconsistency between them. The 
Interstate Commerce Act prohibited unfair discrimination. In 
order to avoid unfair discrimination it was necessary for the 
railways to make and carry out agreements for that purpose. 
But the Sherman act, as it was interpreted, prohibited the neces- 
sary agreements and concerted action. 

The inconsistency was increased by the passage of the Hep- 
burn act. It rendered the prohibition of the Sherman act against 
agreements regarding competitive rates entirely superfluous, as 
it gave the commission power to reduce an unreasonable rate 
whether fixed by an individual road or by a combination of 
roads. The Mann-Elkins act goes much farther. It gives the 
commission also authority to prevent any road or number of 
roads from making any change in rates that may be discrimi- 
natory or unreasonable. Since the commission can now render 
innocuous and futile any and every rate agreement between 
competing railways, what rational ground can there be for re- 
taining the prohibition of the Sherman law not only against 
unreasonable, but also against reasonable, agreements? 

The two laws are not only inconsistent in principle, but 
directly contradict each other. The theory of the Sherman act 
as interpreted by the Supreme Court is that each carrier must 
take individual action regarding all its rates. The Interstate 
Commerce Act, on the other hand, plainly contemplates con- 
certed action, and the commission in passing on rates which 
are complained of and in fixing new rates does not deal with 
the rates of each carrier individually, but with the rates of 
groups of carriers. When all the railways between Chicago and 
New York agree to fix the same rates, they violate the Sherman 
law. When the commission itself fixes the same rates for all 
these carriers, what happens? If it is wrong for competing 








RAILWAY AGE GAZETTE. 


Vor. 49, No. 4. 


carriers to make the same rates, is it right for the commissiom 
to make the same rates for them? And if it is not wrong for 
competing railways to charge the same rates, but, on the other 
hand, is right and desirable, can it be wrong for them to agree 
to make the same rates? 

If the railways should try to comply literally with both the: 
Sherman act and the Interstate Commerce Act, the business of 
the country and the work of the commission would immediately 
be completely demoralized. For if the roads made their rates 
by absolutely individual action, they would necessarily make 
different rates. The shipper, then, in order to be sure that he 
got the lowest rate between any two points, would have to. 
examine not merely a single tariff issued by a group of roads, but 
the tariffs of each road by which it was possible for him to ship. 
The commission, instead of investigating the rates of a group of 
roads, would have to attempt the interminable task of investi- 
gating the rates of each individual road in the group. It would 
be absolutely impossible for the railways, the shippers or the 
commission to do business in literal compliance with the Sher- 
man act. 

It may be replied that nobody would be a big enough fool to 
try literally either to enforce or obey the Sherman act. But 
the injunction suit started by the department of justice at Hamil- 
ton, Mo., shows that as it applies to railways it is not dead but 
merely sleeping. It is a constant menace to present methods of 
doing business. Nobody can tell when some United States dis- 
trict attorney desiring to get a reputation as a tribune of the 
people may run amuck and start prosecutions against some 
group of railways that will compel them, temporarily at least, to 
abandon present methods of rate-making. President Taft, by 
causing the starting of the proceeding at Hamilton, Mo., and then 
promptly stopping it, showed that he recognizes the fact that 
the Sherman act as it applies to railways is fit to exist only as a 
threat. Any law which is fit to exist only as a threat is not 
fit to exist at all. The country ought to choose whether it will 
repeal it or enforce it. If public sentiment cannot otherwise be 
educated to the point where it will force Congress to repeal it, 
it is perhaps to be hoped that the government soon will run 
amuck and try literally to enforce it. The immediate results 
will be evil. Some persons, who have been guilty of no 
offense but that of violating a law which cannot be obeyed 
without violating other more important laws and demoralizing 
business, would be punished. But the ultimate result would be to 
cause the law’s repeal as it applies to railways; and that would 
be worth all that securing it would cost. 





NEW BOOKS. 





A Congressional History of Railways. Vol, 11. The railways in Congress, 
1850-1887. By Lewis H. Haney, Ph.D. 38385 pages; 534 in. x 8% in. 
Madison, Wis.: The Democrat Printing Co. 


The first volume of this work was noticed in the Railway Age 
Gazette of February 26, 1909, page 395. The author was then a 
professor in the State University of Iowa, but the title page of 
Volume II. shows him as now associate professor and acting 
head of the Department of Economics of the University of Texas. 
The first volume brought the history down to 1850. The two 
together constitute a careful compilation of notes concerning 
every feature of federal regulation of railways down to the 
enactment of the Interstate Commerce law in 1887. The author 
has studied his material with great care and in very numerous. 
footnotes gives his authority for every quotation made. The 
second volume, like Volume I., has a good deal of matter which: 
the historian will find so nearly worthless that he will wish it 
had been buried; but the useful matter is all there. Some of 
the principal headings in the present volume are: land grants; 
import duties on railway iron; the development and passage of 
the Pacific railway bill; the southern route to the Pacific;. 
Isthmian railway developments; railway affairs in the civil war; 
the mail service; Congress and the Granger movement, and the 
Interstate Commerce act. In the preface the author says that he 
has been aided by the Carnegie institution. The whole work. 
was issued originally in a Bulletin of the University of Wiscon- 
sin, Economics and Political Science Series. 

















Jury 22, 1910. 


DEADWOOD IN RAILWAY SERVICE. 





BY N. F, DOUGHERTY, 
Yardmaster, Pennsylvania Railroad, Verona, Pa. 

Deadwood defined means “useless material.” But as applied 
to employees of railways and commercial concerns it means use- 
ful material if properly handled and trained. Railways carry 
more of this material than commercial concerns because of their 
much larger departments and the impossibility of personal super- 
vision of employees by the higher officers. Commercial organiza- 
tions have always followed the practice of worth-selection and 
have paid for it. Financially unable to carry “deadwood” their 
Organizations are necessarily compact; and they have selected, 
retained and rewarded the man who showed that he could “carry 
the message to Garcia,” turning adrift those who fall short of 
the mark. There is a familiar saying among those in the ranks 
of a railway “once a railway man, always a railway man.” Rail- 
way employees feel that it is a matter of mutual promises “for 
better or for worse, until death do us part,” and the railways, 
through a mistaken idea that a paternal spirit properly imbued in 
the minds of the men generates loyalty and interested service, 
have kept their promise faithfully. 

This paper will be confined to railway employees below the 
position of superintendent. The ability of the higher officers 
being conceded, it is with the idea of bringing the line into con- 
formity with the staff, with the ultimate object of a reduction 
in operating cost by the practice of worth-selection of employees 
instead of chance selection, that this paper is written. 


The term “deadwood” does not apply to the man who has 
served faithfully throughout his lifetime and become incapaci- 
tated, but it applies most emphatically to the men who can, but 
do not, work interestedly and faithfully, because they reason 
that they feel the avenues of progress are closed by the restric- 
tion of promotion to certain lines and departments. 

While this feeling affects the employees in all the departments 
of railways, my remarks are confined to those in the operating 
department, because that department must always exercise a 
great influence on the net earnings; and, again, because it is 
that department to which the patrons of the railway look for 
service. 

The fundamental operations of a railway are controlled by 

Yardmasters, 

. Train despatchers, 

Road conductors, 

Yard conductors. 

The yardmaster originates and places cars, starts and receives 
trains; the train despatcher controls their movements between 
terminals; and the road and yard conductors execute their 
orders. 

Now, what is the status of these men to whom are intrusted 
the fundamental operations of railway transportation? Yard- 
masters are selected from a body of employees embracing clerks, 
operators and conductors, often because either of the recom- 
mendation of a friendly superior or length of service, the prac- 
tice of selection according to worth not always being followed. 
These men have usually reached middle age before they are ap- 
pointed yardmasters; they lack a thorough educational basis, 
want originality, and have passed the age of development. They 
meet each day’s requirements with the minimum effort and with 
no idea of permanent improvement for themselves or betterment 
of operating conditions. 


Train despatchers are promoted from operators, and yard and 
road conductors from brakemen, the question of advancement to 
these positions turning generally on length of service. These 
men also have reached middle age before they are appointed to 
these positions; they have only had training in one line, and, 
having little or no hope of further advancement, they soon lose 
interest in their work. They have had only one kind of ex- 
perience, and it naturally follows that they have but one set of 
ideas and associates; and as these allow no opportunity for 
broadening or developing, in a few years their interest wanes, 
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and the result is deadwood in place of what was perhaps promis- 
ing material. 

The present plan of promotion becomes most serious as ap- 
plied to the next higher positions, the highest positions in the 
subordinate ranks, viz., those of trainmaster, division operator 
and chief clerk. With few exceptions the training of the men 
appointed to these positions has been similar to that of those 
appointed yardmasters and despatchers. The aim should be to 
fill these positions with men who have had such experience as 
would make them familiar with the actual working conditions 
and the human element involved. While the men appointed under 
the present method have had some of this experience, they lack 
general experience, having associated with men and work in only 
one line. There is education and development in association with 
men in different lines and of different ideas. In a few years, as 
in the cases of yardmaster and train despatcher, they lose in- 
terest, their primary thought becoming their own ease and 
comfort. They stay close to their offices, and shift the responsi- 
bility of handling the work to the shoulders of subordinates. 
When this stage is reached we have more deadwood, but in a 
more serious and vital place, as these men have direct charge 
of operation, of the trial of men, of employing and weeding out, 
disciplining and discharging them. 

Another weakness of the present plan of promotion is that these 
men have had no office experience. They depend largely on their 
clerical force for handling correspondence and records; in fact, 
the burden of that part of the work falls almost entirely on the 
clerks. This affords an opportunity for intelligent clerks. They 
readily see that by relieving their superiors of these burdens their 
services become almost indispensable, and they come to be largely 
relied upon, exerting an influence far beyond their position and 
experience. Since they have the direction of car distribution and 
tracing, the handling of all correspondence with minor officials 
and employees, and, in a lesser degree, the settlement of ques- 
tions of discipline, movement, classification, etc., their influence 
on the actual operation of the railway is obvious. We will admit 
that these are intelligent men, good clerks, and that they 
thoroughly understand the system of office routine. But they 
are not practical men, and cannot conceive the unnecessary labor, 
lost motion and confusion that some of their instructions cause. 
They do not understand the character of men in the operating 
service, and furnish cause for grievances through their lack of 
this knowledge. 

While the trainmaster should be relieved of the burden of 
this detail, it should be by assistants—say assistant trainmasters 
—who should be practical men, and such positions as assistant 
trainmasters of districts should be abolished, as they cause ad- 
ditional and unnecessary delay and duplication of work. Let 
the trainmaster’s office deal directly with the yardmasters’ 
offices, and have the trainmaster get in closer touch with his 
yards and yardmasters. Except for a signature, and an oc- 
casional view from the rear of a private car, the trainmaster 
has come to be almost unknown on his division. It must be 
understood that there are subordinate officials of exceptional 
character and intelligence—many of them men qualified for al- 
most any position. 

Right here it might be remarked that the gap between train- 
master and yardmaster should be lessened, and that the one be- 
tween yardmaster and conductor should be increased. While in 
the regular organization the yardmaster is classed as a petty 
officer, and gets certain consideration and privileges, in practical 
operation he has come to be classed about on a plane with a 
conductor, and any clerk, and even messenger in a superin- 
tendent’s, or trainmaster’s office can give him instructions, or oral 
reprimand, from which there does not seem to be any appeal. 
There is too much criticism and responsibility given yard- 
masters as compared to the assistance and consideration they 
receive. 

Everyone below the subordinate officials has to do too much 
explaining, too much corresponding, and has to keep too many 
records. It must not be forgotten that yardmasters and trainmen 
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are operating men, and, therefore, the abolition of this endless 
detail of correspondence, and in its stead the establishment of 
personal supervision on the part of the trainmaster, division 
operator, and chief clerks are the remedies for this situation. 

Two things go hand in hand in the handling of employees, 
overwork and underwork being opposed to enthusiasm and 
industry. 

Efficient work can only be secured by enthusiasm, and en- 
thusiasm is generated by recognition of merit, industry and in- 
dividual responsibility. Under the present system of en masse 
operation, these are lost sight of, and we face a condition of 
too much work to be performed by some (notably freight agents 
and yardmen) and not enough by others. We often have too 
many giving instructions, and not enough to execute them. 

The crying want to-day is enthusiasm among employees. This 
is to be obtained by— 

(1.) Regulation of Promotion on a Graduated Salary Basis.— 
The four fundamental operating positions which have been referred 
to being active and not advisory, it is essential that they should 
be filled by young men. Men should come into these positions 
of responsibility before time has seared their enthusiasm. The 
absence of an outlet for railway trainmen has confined them to 
a lifetime of braking on some of the railways, and the lack of 
inducement in the way of promotion on a graduated salary basis 
on others has deferred their promotion to the position of con- 
ductor until they have lost not only activity and interest, but also 
a respect for the position, and have a disinclination to shoulder 
the responsibility. If accepted at all, it is reluctantly. Examine 
the records of passenger or freight brakemen and it will be 
seen that they are serving the most active years of their life in 
such positions. Flat increases in wages will never bring results, 
as experience has shown that the recognition of the whole has 
only resulted in less interested labor on the part of individuals. 

(2.) Education—In order to develop a higher grade of sub- 
ordinate officials some form of education should be fostered. The 
substitution of railway clubs for the present Y. M. C. A and 
rest houses will solve the problem. Education can never be made 
attractive with a religious feature attached, as the religious 
feature, no matter how liberal, is bound to predominate to the 
exclusion of the educational feature. Two courses should be 
established, a primary course including English, stenography and 
primary railroading, and a higher course including railway 
finance, engineering and operation. With this plan as a basis, 
and premising that the solution of the problem of a higher class 
of subordinate officials is a graded and systematic line of ad- 
vancement, we submit this plan as one that should be conducive 
to developing a higher grade of officials for these subordinate 
positions: Since yardmasters receive, classify and start all 
trains the position of yardmaster should be made the center to 
which all promotions gravitate and from which all radiate, in the 
actual operation of a railway. This can be accomplished by 
selecting young men from the engineering, telegraph, clerical and 
train services, and placing them in the less important yard- 
master positions, of which there are many, in which knowledge 
of operation can be gained without the entire responsibility of 
directing movements being carried. One year’s service in this 
line should qualify a man to handle a yard. He should put in 
another year in charge of a yard where he will be entirely 
responsible for movements. 

There is a special qualification to make a successful yard- 
master which all men do not possess. It is not essential in the 
working out of this plan that all men should be successful yard- 
masters, but it is essential that all men interested in the opera- 
tion of a railway should have a knowledge of yard operation and 
train movements, and also know the qualifications of a man who 
can handle them successfully. From this point, then, the men that 
do not show qualifications as operating men should be turned 
back to the lines from which they came, not with the idea of 
closing their avenues of promotion, but with the idea of pro- 
moting them through the engineering, telegraph and clerical 
forces just as far as they are qualified to go, even to the 
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position of superintendent, and beyond, as many of them might 
prove better executives than some of the more successful oper- 
ating men. Let the men who show efficiency in operation go up 
through the regular operating line, that is, through the positions 
of assistant trainmaster and trainmaster. 

The merit in this plan would be that college, office and prac- 
tical men would meet on common ground; the benefits would be 
mutual; education and originality on the one hand, practical 
knowledge on the other. They would discover that they all 
belong to the same human family, and class prejudice would 
gradually disappear. 

It is not the best practice to make train despatchers direct 
from operators; they should first have the experience of yard- 
master. There is enough flexibility in the matter of salary to 
promote from operator to yardmaster and yardmaster to train 
despatcher, and train despatcher back to yardmaster, or up to 
assistant trainmaster. 

We only include four branches of the service in this outline, 
but more with the idea of a working hypothesis than to exclude 
men from other branches of the service. Agents and enginemen 
can easily come under a plan of this kind. 

All the foregoing suggestions are embodied in the following 
chart, showing the order of promotion through the office of 
yardmaster from and to the various subordinate and superior 
positions. 

Superintendent. 


Trainmaster. 


Division Freight Agent. Chief Clerk. Division Operator. 


Agent. Road Foreman Eng’m. Higher Engineers. Train Despatcher. 
Yardmaster. 

Agent. Conductor. Engineman. Train Despatcher. Clerk. Engineer. 

Clerk. Brakeman. Fireman. Operator. 


In conclusion, investigation will prove that the lack of a 
progressive organization—the absence of a system of promotion 
on a graduated salary basis—has resulted in a system which runs 
the expense of operation into millions annually above what it 
should be. This is as much due to lack of interest and intelligent 
handling as to an unwieldy organization. The lack of individual 
interest, effort and responsibility, the existence of so much 
petty and so little real responsibility, must be made good by 
increased force and augmented cost, which would be avoided by 
a system such as is here recommended. 





STEAM TURBINE ELECTRIC LOCOMOTIVE. 


Last October Hugh Reid, in his presidential address to the 
Glasgow University Engineering Society, briefly described the 
Reid-Ramsay turbine electric locomotive, which was then being 
built by the North British Locomotive Co., Ltd., Glasgow. 

This engine has been completed, and has made its preliminary 
trial on the main lines of the Caledonian and the North British 
railways, with a saloon carriage attached. 

Steam is generated in a boiler of the ordinary locomotive type, 
which is fitted with a superheater, and the coal and water sup- 
plies are carried in the side bunkers and side water tanks at both 
sides of the boiler. The steam from the boiler passes into a 
turbine of the impulse type running at a speed of 3,000 revolu- 
tions per minute, to which is directly coupled a continuous-cur- 
rent, variable-voltage dynamo. The dynamo supplies current up 
to 600 volts to four series-wound traction motors, the armatures 
of which are built on the four driving axles of the locomotive. 
The exhaust steam from the turbine passes into an ejector con- 
denser, and is, together with the circulating condensing water, 
delivered eventually to the hot well. As the steam turbine, unlike 
the reciprocating steam engine, requires no internal lubrication, 
the condensation water is free from oil, and consequently is re- 
turned from the hot well direct to the boiler by a feed pump. 
The water evaporated by the boiler is therefore returned to the 
boiler again and again, and the supply of water carried in the 
tanks is actually circulating water for condensation purposes. 
This condensing water is circulated within a closed cycle by 
small centrifugal pumps driven by auxiliary steam turbines placed 
alongside the main turbine and dynamo. The cycle of condensing 
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water is from the tanks through the first pump, then through 
ihe condenser, where it becomes heated in condensing the ex- 
haust steam, and then to the hot well. From the hot well it passes 
through the second pump to the cooler, situated in front of the 
locomotive, where the full benefit of the blast of air caused by 
the movement of the locomotive, aided by a fan, is utilized for 
cooling the hot circulating water. After passing through the 
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fan is placed within the cooler so that it will deliver hot air to 
the boiler fire and at the same time assist the current of air 
through the cooler. The small switchboard and the instruments 
required, the controller for grouping the four motors in series— 
series parallel and parallel, according to the draw-bar pull to be 














Rear End of Locomotive. 


cooler, the water is returned to the supply tanks ready for further 
condensation duties. 

It is obvious that the condensation of the exhaust steam 
deprives the locomotive boiler of the usual exhaust blast which 
induces the draft through the fire-box and boiler tubes. In 
the experimental locomotive, the induced draft is replaced by 
forced draft provided by a small turbine-driven fan. The 




















Front End of Locomotive. 


exerted—and the regulator for controlling the voltage in the elec- 
trical circuit, and consequently the speed of the train, are all 
within easy reach of the engineman, 

The foregoing comprises the main and auxiliary machinery of 
this experimental locomotive. The whole is mounted on a strong 
underframe, which is carried on two eight-wheel articulated 
trucks, that will easily negotiate curves. Each truck carries two 
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of the four driving motors already referred to. As the engine 
is intended for express passenger main line work, it is hoped 
to obtain comparisons from its actual working with the perform- 
ances of the reciprocating steam locomotives, especially as regards 
the relative consumption of fuel and water, the efficiency of 
transforming the energy of steam into drawbar pull, and the 
relative rapidity of acceleration. 

Most of the component parts of this locomotive have already 
proved themselves effective and efficient in other applications; 
the novelty lies in the combination of the different elements. 





LOCOMOTIVE AND CAR SHOPS OF THE NATIONAL 
TRANS-CONTINENTAL, WINNIPEG, CANADA. 





The locomotive and car shops now under construction on the 
line of the National Trans-Continental Railway, about six miles 
east of Winnipeg, Can., are designed to care for the general 
repairs for 18,000 miles of line, and will have a total floor space 
of 17 acres. The various buildings are arranged about a midway, 
which runs north and south across the property, and are served 
by a series of standard gage service tracks, branching off from 
the yard tracks at the south. Communication between the build- 
ings is obtained by narrow gage tracks and an over-head travel- 
ing crane, which runs the full length of the midway. 

The buildings for locomotive work are located on both sides 
of the midway, and south of the through track, while those 
for car work are north of this track. The plant is arranged with 
provision for 100 per cent. extension of each building. With 
the exception of the storehouse, oilhouse and stores platform, the 
buildings are of steel construction, with self-supporting steel 
frames, concrete foundations and concrete walls up to the 
windows. The superstructure masonry is of brick and is carried 
up into the parapet walls around the buildings, and capped with 
concrete coping. The roofing of all the large buildings is com- 
posed of felt and asphalt, covered with gravel. The skylights 
are carried on steel ribs with rolled copper sheathing to carry 
the glass. Copper is used for all flashing, gutters and ventilators. 

Interior illumination will be provided by Cooper-Hewett lamps, 
and the buildings will be heated by direct and indirect radiation. 
High and low pressure steam, water, compressed air and drink- 
ing water are distributed throughout the various buildings, with 
numerous outlets. Oil is distributed under pressure from the 
storage tanks to the furnaces in the boiler shop, while an ac- 
cumulator provides pressure for operating the various hydraulic 
machines. The electric traveling cranes throughout the plant are 
equipped with alternating current motors and are operated 
directly from the three-phase circuits. A three-inch wooden 
floor, spiked to sleepers bedded in bituminous concrete, is used 
in most of the shops. 

LOCOMOTIVE DEPARTMENT. 

Machine and Erecting Shop.—This shop has three bays, 40 ft., 
60 ft. and 70 ft. wide, respectively, and 613 ft. long. The 70-ft. 
bay is 50 ft. high and is laid out with 25 cross pits. There 
are two entrance tracks for locomotives. A 120-ton crane serves 
the entire bay, handling all of the locomotives to and from the 
pits. A 10-ton crane for general work also serves this bay. The 
60-ft. bay is used for heavy individual motor driven machines 
and is spanned by two 10-ton cranes for handling material. 
The lye vat is in this bay, and also the flue shop. The 40-ft. 
bay is devoted to light machine work, the machines being group 
motor driven. The riveting tower is located at the east end of 
the bay and is equipped with a 20-ton crane for handling boilers. 
The indirect heating plants, locker rooms, lavatories, tin shop and 
light repair and brass department are located on a balcony run- 
ning the full length of the shop and over the 40-ft. bay. Com- 
pressed air for the shop is furnished by two motor driven 
compressors, thus making this shop independent of the air com- 
pressor in the power house, to which, however, it may be con- 
nected. 

The Boiler and Tank Shop.—This shop has four bays, 30 ft., 


RAILWAY AGE GAZETTE. 


Vor. 49, No. 4. 


50 ft., 60 ft. and ft. wide, respectively, 180 ft. long and 36 ft. 
high. The 65-ft. Day has a 20-ton crane and is laid out with 
tracks and has a capacity for nine tanks. The 60-ft. bay is for 
general boiler work and is served by a 30-ton traveling crane. 
An inspection pit at the north end of the bay provides for test- 
ing. The 50-ft. bay, devoted to heavy machinery, both individual 
and group motor driven, is spanned by a 10-ton crane. The 30-ft. 
bay is used for light motor driven machinery in groups, and above 
100 ft. of it extends a balcony on which is carried the indirect 
heating apparatus and the locker rooms, etc. The remainder of 
the bay is served by a five-ton electric traveling crane. An air 
compressor is installed in this shop for supplying the compressed 
air used in it. The motor driven hydraulic pumps and ac- 
cumulator for supplying hydraulic pressure for the plant are 
located in the north end of the shop. 

Forge Shop.—tThis shop is 260 ft. x 100 ft. spanned by a 
single truss. Mast cranes, with jibs swinging from the furnaces 
to the hammer, handle the heavier material. Along the south 
side of the building is a long line of double forges for handling 
the lighter work. The spring department is located in the north- 
west end of the shop and handles the spring work for both 
locomotive and car departments. The machinery, etc., is driven 
from line shaft by three 40-h.p. motors, carried on wall 
brackets. A motor driven blower furnishes the necessary blast 
for the furnaces through underground and over-head piping. 

Forge Stores and Scrap Bins—This building is a frame 
structure, 30 ft. x 220 ft. built on a light concrete foundation. 
The east 100 ft. is built as a roofed platform, with the floor 
four ft. above grade for conveniently handling material to the 
cars. This platform is divided into bins for sorting and storage 
of scrap. The western portion is enclosed with plank lining 
inside and drop siding outside, forming storage for coke, coal 
and iron stock. The iron stock room is arranged with an ex- 
tensive rack system for storing the different stock sizes. The 
coal and coke storage bins are arranged with roof hatches, so 
that cars may be unloaded by a clam shell bucket and crane. 

Frog and Track Shop—tThis shop, 60 ft. x 100 ft. x 24 ft. 
high, is designed to handle repairs to frogs, switches, inter- 
locking plants, etc. It is spanned by a 10-ton electric traveling 
crane and is equipped with saws, light hammers, drills, planers, 
etc.; also two groups of small machines driven from line shafts 
for the lighter rod and bolt work. 

Crude Oil Storage.—This is a fireproof concrete building 25 x 
60 ft., the floor of which is 8 ft. below grade, the side walls 
projecting 2 ft. 6 in. above grade. Four iron storage tanks, with 
a capacity of 8,000 gals. of crude oil each, rest on a concrete foun- 
dation. Compressed air connections are made to these tanks 
by which the oil is forced out and distributed to the various 
buildings. The tanks are filled by gravity from the tank cars. 


Storehouse——This building is placed on a reinforced concrete 
platform 4 ft. high. The platform is 85 ft. wide, 300 ft. long and 
projects 15 ft. into the midway, thus providing a large space 
which can be served by the midway crane in handling supplies 
from the storehouse to the various buildings. The storehouse 
building is of brick, 60 ft. x 260 ft. with a reinforced concrete 
roof carried on concrete posts. Side doors along both sides of 
the building give ready access from the loading platform. The 
building is lighted with incandescent lamps, The office has maple 
flooring, while the rest of the building has a cement-finished top 
on the reinforced concrete flooring. An extension of the store- 
house platform, 100 ft. long, connects with that of the oil house. 


Oilhouse.—This is a biiick building, 30 ft. x 40 ft., with a con- 
crete roof and divided into two rooms, one for the oil pumps 
and the other for storing oil cans, waste, etc. The platform is 
50 ft. wide, 70 ft. long and 4 ft. high, and similar to that at the 
storehouse. A 10-ft. basement contains nine storage tanks for 
holding the various kinds of oil. A gasolene tank is buried out- 
side the building and is connected to a pump in the building. 
The storage tanks are filled either by gravity from tank cars or 
from barrels emptied into fill boxes set in the platform floor and 
piped to the tanks. The oil is handled in the pump room by 
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Bowser measuring pumps, one pump being connected to each 
tank. 

Stores Platform.—This is a large platform of reinforced con- 
crete construction, 56 ft. x 180 ft. and 4 ft. high, carried on 
concrete posts. The platform projects 15 ft. into the midway, so 
that the midway crane may handle material from the platform to 
the other buildings. On this platform is erected a light steel 
framework, encloséd on the sides and ends with corrugated iron 
and roofed over. A five-ton hand-operated crane serves the 
building, a wide crane door at the front permitting it to run out 
over the platform. 

Carpenter and Pattern Shop.—A two-story building, 70 ft. x 
100 ft., with a self-supporting steel frame on concrete founda- 
tions, is used as a carpenter and pattern shop. The second floor 
and the roof are of reinforced concrete, making the upper part 
of the building practically fireproof; fire doors are also used. 
The ground floor has 3-in. wood flooring and is used as a car- 
penter and pattern shop, being equipped with light woodworking 
machinery driven from line shafting. An enclosed stairway 
leads to the pattern storage above. An elevator, operating in a 
concrete shaft equipped with fire doors, is installed for handling 
patterns to and from the storage room. The windows are glazed 
with wire glass and the room is made as nearly fireproof as 
possible. 

Gray Iron Foundry.—The gray iron foundry, which will supply 
both the locomotive and car departments, is 130 ft. x 200 ft., with 
a cleaning room annex 60 ft. x 80 ft. The main foundry has a 
central bay 70 ft. wide and two side bays each 30 ft. wide. The 
central bay is the general molding floor and is spanned by a 
15-ton electric traveling crane, equipped with a five-ton auxiliary 
hoist for handling light material. Small jib cranes are attached 
to the columns for handling flasks, etc. The 30-ft. bay on the 
north side has a molding floor at the west end and the core room 
and core ovens at the east end, each served by a one-ton hand- 
operated traveling crane. There are three core ovens, two with 
shelves and rack cars for general small cores and one large oven 
with a platform car for cylinder cores and other large work. 
The latter oven is served by a five-ton bracket crane. 

Between these two departments on the north side is the cupola 
room with two cupolas, 84 in. and 72 in, in diameter. The scale 
room for weighing charges and the blower room on an elevated 
steel platform are also in the cupola room. The core ovens are 
fired from this room, thus keeping all the ash, etc., in one place. 
Loaded cars, after weighing, are taken by a pneumatic elevator 
to the charging room, where they are handled by pneumatic 
charging machines. The charging floor is of steel plate, with a 
transfer table and storage tracks for placing loaded cars for 
charging. The cupola room and charging floor cover a space 
30 ft. x 40 ft. 

The 30-ft. bay on the south side of the building has the brass 
foundry at the west end enclosed with expanded metal screens 
10 ft. high. This foundry is equipped with brass furnaces and 
complete equipment, and is served by a one-ton hand-operated 
traveling crane. The lavatory and locker rooms are also in this 
bay, as is the heating apparatus for the indirect radiation heating 
system. The cleaning room is at right angles to the main build- 
ing and is spanned by a five-ton electric traveling crane. A serv- 
ice track runs through the room, so that clean castings may be 
carried direct to cars for shipment. The molding sand is stored 
in bins on the south side and is delivered by cars over the service 
track and distributed over the industrial tracks inside the 
building. 

Along the north side of the building, between the service track 
and the foundry, is a long galvanized iron shed roofed in and di- 
vided into several compartments. The coke and pig and scrap 
iron are loaded from the cars under cover and taken into the 
foundry over the industrial tracks, which are also under cover 
between the bins and the building. It is important to have both 
the material and handling tracks under cover on account of the 
severe winter weather. In addition to the foundry equipment 
mentioned above, a gravity molding machine and a_ brake-shoe 
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molding machine have been installed on the molding floor. 

Office Buildings—The locomotive and car departments have 
separate but similar office buildings. They are two-story struc- 
tures, 60 ft. x 68 ft, with steel interior framing and maple 
floors. The offices are on the first floor and the drafting files and 
blueprinting rooms are on the second floor. Vaults are carried 
up from the basements to the roofs, providing separate vaults 
for each floor. The basements are used as testing laboratories, 
storage rooms, etc. 

CAR DEPARTMENT, 

Coach Shop.—The coach repair shop is 115 ft. x 260 ft. It 
has four longitudinai tracks, providing for 12 standard coaches. 
An industrial track for handling material runs between each pair 
of standard tracks. A 16-ft. balcony extends along each side of 
the building, with a light wall enclosing it. There are windows 
in this wall, or partition, as well as in the outside wall. Material 
is delivered to the balconies by hoists located at the ends of the 
balconies. The north balcony is devoted to cabinet work, being 
equipped with light tools, such as scroll and band saws, lathes, 
drills, surfacers, etc., which are driven from a line shaft. On the 
main floor directly below the north balcony are a number of 
heavy wood-working tools, most of which are individual motor 
driven. The south balcony is divided into several compartments 
for upholstering, tinsmithing, varnishing, etc. A small brass 
shop with lathes, a small planer, drill, two buffing machines and 
a lacquer oven are located in the west end. On the main floor 
below the balcony are iocated the nickel plating department, with 
its buffing wheels, sash washing sink and the lavatories, locker 
rooms and indirect heating apparatus. The building has a wooden 
floor and the balconies have concrete floors. 

Coach Paint Shop.—This building is 67 ft. x 340 ft. with four 
through tracks to accommodate 16 standard coaches, and two 
narrow gage service tracks. 

Freight Car Shop.—This building is 200 ft. x 600 ft., with nine 
through tracks to accommodate 108 freight cars. It is divided 
into three equal bays, 65 ft. wide, each of which has three car 
repair tracks, with two industrial narrow gage tracks. The two 
side bays have a clear height of 20 ft., while the center bay has a 
clear height of 30 ft. and is spanned by a 20-ton electric travel- 
ing crane with a 5-ton auxiliary. The center bay is designed 
for handling future steel equipment. On each side of the freight 
car shop are platform racks and bins for storing prepared rods, 
bolts, etc. These are served by industrial tracks which run 
through the shop. 

Paint Stores Building —A small building, 30 ft. x 40 ft., is used 
for storing, mixing and delivering paint, etc., for the two paint 
shops. It is fitted with tanks for the various oils and varnishes, 
bins for dry colors, glass racks, stencil racks and washers, and 
a color grinder and a putty mixer. Barrels of oil, etc. are 
handled from the platform, which surrounds the building, by a 
small telpher hoist which runs along the interior of the shop. 

Dry Kiln—The dry kiln is a concrete and brick. building, 
40 ft. x 50 ft., divided lengthwise into two kilns. There are two 
large entrance doors at each end, with tracks running in. The 
doors are double, with an air space, as are the walls. The coils 
for heating are placed on the concrete floor. The kilns are 
controlled from a small cabinet in which are the steam and 
return control valves, lighting switches, recording thermometers, 
etc. 

Planing Mill.—The planing mill is 100 ft. x 300 ft., and so 
arranged that standard cars of material can be run in and un- 
loaded at the machines. The north side of the shop is devoted 
to sill work and the machines are arranged so that the material 
goes through without doubling back. The south portion of the 
shop handles the flat work for flooring, sheathing, etc. At the 
west end of the shop is the department for door and sash work. 
On the south side, at the center, is located the lavatory and 
locker room, and on a steel platform: above the indirect heating 
apparatus. On the same platform are the exhauster fans for 
dust, shavings, etc. 

Wheel Foundry.—The wheel foundry is 70 ft. x 150 ft., laid 
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out on the straight line floor principle, with four floors of 25 
wheels each, giving a capacity of 100 wheels per day. There 
are 32 annealing pits and two pitting cranes. Wheels are cleaned 
and loaded on the cars from a platform at the level of the pits. 
The cupola room, core room and charging floor are at the north 
end of the building and are equipped with a pneumatic elevator, 
scale room, storage tracks, etc. There is a wheel breaker be- 
tween the wheel and the grey iron foundries. 

Wheel and Machine Shop.—This is a building 70 ft. x 160 ft., 
spanned by a 10-ton electric traveling crane and equipped with 
wheel-boring mills, axle lathes, wheel press, wheel iathes, tire 
furnaces, etc., for wheel work, and with arch bar drills, lathes, 
planers, drills, nut tappers, grinders, etc., for general car shop 
machine work. 

POWER PLANT. 

The power house is 110 ft. x 150 ft. divided lengthwise by a 
brick fire wall into two rooms, 45 ft. and 60 ft. wide, respec- 
tively. The boiler room, 45 ft. x 150 ft, is arranged to re- 
ceive ten water tube boilers in units of about 400 h.p. each. 
Two of these boilers have Dutch ovens for burning refuse from 
the planing mill; the others are equipped with chain grate stokers. 
The ash pits are furnished with chutes for carrying ashes, by a 
conveyor, to cars outside of the building. The boiler room and 
basement floors are concrete; the shafting, etc., for driving the 
stokers is carried along the ceiling of the basement. The engine 
room, 60 ft. x 150 ft., has a pump pit 16 ft. wide and 8 ft. deep, 
running along the entire length of the fire wall. In this pit are 
located the air receiver for the compressor; the vacuum pump, 
the fire, boiler, service and well pumps, and the feed water 
heater. 

There are three 500-k.w., a.c. generators, driven at 150 r.p.m. 
by direct-connected cross-compound Corliss engines; one 250- 
k.w., a.c. generator, driven by a simple engine, and two 150- 
k.w., d.c. generators, one driven by a simple engine and the 
other by a motor. There are two exciter units driven by a 
simple engine, and a 1,500 cu. ft. capacity Corliss engine driven 
air compressor. The engine room is spanned by a 10-ton hand- 
operated traveling crane. The floor is polished maple, laid on 
a false floor, carried on sleepers, bedded in bituminous con- 
crete. The chimney is 11 ft. in diam. and 200 ft. high. A 
100,000-gal. tank, 125 ft. above grade gives pressure for the 
general water service distribution. A smaller tank of 10,000 gal. 
capacity is hung just below the large tank, providing storage and 
distributing pressure for drinking water. 


WATER SUPPLY. 

The soft water supply is obtained from a pumping station 
on the bank of the Red river, just above the city of Winnipeg. 
The pump house has suction pipes running out into the river, 
connected to vertical triplex high-speed pumps, with a capacity 
These pumps are direct 
A duplicate gas producer plant is 


of 1,000,000 imperial gals. in 24 hrs. 
connected to gas engines. 
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installed to render a shut-down practically impossible. From the 
pump house the water is conveyed six miles to the shop, through 
a 12-in. diam. wire-wound wooden stave main. The pipe line 
empties into a storage settling reservoir with a storage capacity 
of 2,000,000 imperial gals. This reservoir is built of concrete, 
60 ft. x 270 ft. and 25 ft. deep, with a dividing wall running 
lengthwise, so that half of the reservoir may be emptied for 
cleaning. The surrounding wall and floo are of mass concrete, 
and the center dividing well is of reinfo .-‘d concrete. Close to 
the roof are hung a number of pipe coils for heating in winter 
to prevent the ice forming toc thick on the top of the water and 
thus interfering with the outlet pipes, etc. Water is drawn 
from this reservoir for the high level tank, and connections are 
also made to the fire pumps in the boiler house. 
SEWAGE SYSTEM. 

As there is no municipal sewer into which to drain the shops 
it was necessary to install a sewer system. A gravity system 
of tile collecting pipes runs through the shop site connecting 
with roof downspouts, sanitary sewers and all drains. This 
sewer line is arranged with manholes, surface drains, vents, 
etc., and discharges into a concrete sump forming the basement 
of the pump house. The next floor carries the centrifugal 
pumps of 16,000 gal. capacity per minute, with suction pipes 
running down into the sumps and shafts running to the floor 
above, where the vertical shaft motors for driving are located. 
These motors are controlled by an automatic starter, which is 
operated by a float in the sump below. Under heavy rain con- 
ditions the flow from the shops and the grounds is estimated 
at approximately 16,000 gal. per minute. The pump house is a 
small reinforced concrete building located about 1,400 ft. from 
the midway. The two pump discharges run into a single 36-in. 
diameter banded wood stave pipe, which runs from the pump 
house .to the Seine river, into which it discharges close to its 
junction with the Red river. 

The details of the shop plant were developed and the actual 
construction carried out under the supervision of Frank W. 
Walker, M.B., superintendent of the terminal shops, National 
Trans-Continental Railway. 





BURLINGTON CHAIR CAR. 





The new Burlington passenger equipment has heavy fish-belly 
girder underframes and the upper structure of wood. An ex- 
ample of this is seen in the new chair cars for that system, 
built by the American Car & Foundry Co. The cars are 70 
ft. long out to end of sills and 9 ft. 8 in. wide out to side sills. 
The six-wheel trucks have 41%4-in. steel wheels and plated wood 
wheel pieces. The two trucks weigh 40,500 Ibs. and the car body 
78,800 Ibs; total, 119,300 Ibs. The principal members of the 
steel underframe are the two fish-belly plate girders, which 
are ye in. thick, 28 in. deep at the center and 14% in. at bol- 
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Men’s Toilet Room; Burlington Chair Car. 








Burlington Chair Car. 
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Cross-Section; Burlington Chair Car. 





pe care 











































Jury 22, 1910. 


sters, with a top cover plate %4 x 19% in. throughout the whole 
length. The lower edge of the girder is reinforced by 3 x 4%-in. 
angles on the outside and 3 x 3 x #-in. angles on the inside, and 
at the top there is an angle 3 x 3 x wYe-in. There are three 
wooden intermediate sills 4 x 7% in. on each side of the center 
sill. The side sills consist of plate girders 24 in. deep and 7e-in. 
thick, reinforced near the top with a 3 x 3 x 7%-in. angle on the 
inside, and at the bottom by 31s x 376 x xe-in. Z-bars, and at the 
floor line by means of 3 x 4 x ¥e-in. angles. 

The body bolster is built up of plates and shapes with web 
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The roofing of the upper and lower deck is covered with No. 
8 heavy duck, laid lengthwise and lapped over on the sides of 
the crown molding. The outside of this duck is painted with 
two coats of special roof paint, but no paint is used on the under- 
side of the canvas or on the wood before the application of the 
canvas. The outside finish consists of 3% x 2%4-in. oval section 
white wood, tongued and grooved. The interior finish is of 
selected mahogany of superior grade and neat design, without 
inlay. The ceiling is painted light green. The seats are the Hale 
& Kilburn walk-over chairs. The covering for the smoking 
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Side Elevation of Framing. 


plates vs-in. deep. Each bolster consists of two members spaced 
4-ft. centers and built into the underframe construction with 
144-in. cover plate 4 ft. 8 in. x 8 ft. 10 in. The center plates are 
secured to a substantial steel casting riveted to the main sill, 
extending the full length between bolster diaphragms. The 
two needle beams built of shapes and plates spaced 12 ft. apart 
are 28 in. deep and ¥e-in. wide, built into the underframe con- 
struction. The location and size of the cross bearers are shown 
on the drawing. All sills and underframes are coated before 
riveted with a mixture of 25 per cent. pure lampblack and 75 
per cent. pure raw linseed oil. 

The framing of the wood. superstructure, with dimensions, is 
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Seats in Burlington Chair Car. 


shown on the accompanying drawing. There is a deafening floor 
between floor beams, with space above filled with m‘neral wool. 
The floor proper consists of two courses of boards. The lower 
course of pine, matched and grooved and laid crosswise of the 
car, and the upper course of maple, % x 3% in., laid lengthwise, 
and between them there is one thickness of hard finish building 
paper. The entire main body of the car is covered with im- 
ported linoleum. 








room seats is dark machine buffed leather. The heating is of 
the vapor system, with separate control in the smoking room, 
and furnished by the Chicago Car Heating Co. The cars are 
lighted by electricity, using the head-end system with 54-cell 
batteries and Gibbs train connectors. The cars are equipped 
with the Westinghouse LN high-speed brakes, with pressure 
retaining valves and other late improvements. 





REPORT ON PITTSBURGH SUBWAY.* 


BY BION: J. ARNOLD, 
Consulting Engineer. 

I. The Improvements Available at the present time to provide 
better rapid transit facilities for the Pittsburgh district are (a) 
Elevated roads, (b) Subways and (c) Electrification of suburban 
terminals of steam railroads. 

II. Elevated Roads. The only available location for an elevated 
system in the downtown business district would be upon the out- 
lying streets along the rivers, as the structure would not be 
tolerated in the narrow streets of the more congested central 
areas. This out-of-the-way location would place an elevated road 
at a disadvantage. 

III. Subways. A subway between the downtown business dis- 
trict and certain centers in the outlying districts appears to be a 
natural development. It is probable that one section of the city 
will be ready for a subway before the other sections, but 
eventually all parts of the city should be connected by some 
unified system of sub-surface transportation. 

TECHNICAL ELEMENTS OF SUBWAY SYSTEM. 

(a) First Cost. The first cost of a double-track subway, fully 
cquipped, may be estimated as between $1,000,000 and $2,000,000 
per mile of single track. A subway system for. Pittsburgh shou!d 
hardly be undertaken unless an expenditure of at least $30,000,000 
is contemplated, half of this amount, at least, to be spent for 
the sections first built. 

(b) Operating Expense. Experience has shown that the ratio 
b:tween operating expenses and gross earnings, under subway 
conditions, varies between 40 and 60 per cent., with a fair average 
of 50 per cent. The average operating expense of a surface 
system is from 60 per cent. to 70 per cent. of passenger earnings, 
and subways can be operated at a relatively lower percentage 
that justifies the larger investment in situations where the density 
of traffic is great. 

(c) Earnings. The annual earnings from operation should 
amount to not less than. 10 per cent. of the first cost, and seldom 
will amount to more than 15 per cent., for before reaching this 
latter figure there no doubt would arise demands for extensions. 





*Abstracted from a preliminary report on the possibilities for rapid transit, 
presented to the mayor of Pittsburgh. 
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These figures indicate on what narrow margins enterprises of 
this character must be financed. Under Pittsburgh conditions, I 
believe that average annual earnings from passengers equal to 
at least 12 per cent, of the first cost of the system will be neces- 
sary to make a subway practicable. 

(d) Earnings per capita, If the first section of the subway 
must earn an amount equal to 12 per cent. on $15,000,000 or 
$1,800,000 per year, the question is: when will it be possible to 
build it? 

The earnings per capita of the surface system are now about 
$10 as an average, but certain residence sections of the city run 
as high as $28 per unit of “sleeping population” of the district. 
A conservative estimate would be that if a subway can be de- 
signed to serve 150,000 people contributing $12 each year to the 
subway in addition to their use of the surface system, then an 
initial investment of $15,000,000 would be justified, or at the rate 
of $100 per person served. 

(e) Density of Population. At present the maximum density 
of population in Pittsburgh over any considerable area is about 
100 persons per acre, although one ward, the old Seventh, had a 
density of nearly 200 per acre; but in many residence districts, 
such as the East Liberty section, the density is as low as 30 per 
acre. In New York the density per acre for the lower East Side 
is about 700 per acre, and in Harlem, which is the best con- 
tributing district for the New York subway, the density is 150 
per acre, which is the same as the average for the entire island 
of Manhattan. No doubt there will be considerable development 
in the line of apartment dwellings, which will raise the present 
average density of population in many sections, although it will 
not be safe to count on large contiguous residence areas where 
the average density will reach as high as 100 per acre. This 
would indicate that the first section of the subway should be 
designed to serve an area of about four square miles. 

(f) Combined Surface and Subway Systems.—It will be wise 
to count on a combined system using the subway as a main trunk 
T'ne and the surface railway as a means of collecting and dis- 
tributing the passengers over a wide area. The tubes should be 
located and designed so as to accommodate suburban trains com- 
ing into the city over the various lines of the present railways, 
which may be electrified eventually. It will be necessary to 
design a subway for real rapid transit by el'minating the stops 
in the short haul territory just outside the business center of the 
city and to operate trains instead of single car units. 

(g) Location.—In general, the first section of the subway 
should connect the downtown district with East Liberty, with 
two stations in the business center and about three stations in 
the East Liberty district. The second section of the subway 
should be built under the river to Allegheny, and the next two 
sections should consist of loops in the bus‘ness center and an 
extension to the South Side. 

FINANCIAL CONSIDERATION, 

Any subsurface transportation system, to be permanently suc- 
cessful, should be able to carry the following financial burdens: 

1. Operating expenses including taxes, damages, insurance 
and maintenance, which will vary from 40 per cent. to 60 per 
cent. of the passenger income, depending upon the volume of 
traffic. 

2. An annual deprec‘ation fund which wil vary from 3 per 
cent. to 5 per cent. of the cost of equipment only. 

3. An amortization fund which, at 1 per cent. per year on cost 
of construction (compounded at 2.5 per cent.), will retire the 
investment in structure in 50 years; or at %4 per cent. per year, 
would amount to the first cost of construction in 75 years. 

4. A contingent reserve fund to take care of extraordinary 
accidents and other unforseen contingencies, wh‘ch should ac- 
cumulate and be kept invested until it reaches about 5 per cent. 
of the total cost. 

5. Interest on cost, which at present may vary from a maxi- 
mum of about 8 per cent. with private capital down to about 4 
per cent. with municipal credit. 

6. Discount fund, which should offset the d‘scount on bonds 
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or other similar indebtedness in about twenty years. 

7. Surplus profits, which in case of private ownership, should 
be divided with the city on some equitable and agreed basis or 
used for building extensions. 

METHODS OF FINANCING SUBWAYS. 

Four subway systems have been built in this country: those 
in Boston, New York and Philadelphia. 

The first Boston subway was constructed by the city, and was 
rented to the local railway company on a basis of not less than 
4% per cent. annual rental upon its total first cost. Arrange- 
ments recently have been made, however, for the Boston Elevated 
Railway to finance the Cambridge extension from Boston, with 
its own capital. 

The original subway of the Interborough company, of New 
York, was built with money raised upon bonds guaranteed by 
the city’s credit. This money was used in the construction of 
the subway itself, but the equipment was furnished by a private 
company which was given the privilege of operating the subway 
for a period of 50 years with a possible extension of 25 years. 
The subway of the Hudson & Manhattan was built entirely with 
private capital, but the company pays an agreed varying annual 
rental for the use of such streets as it occupies on Manhattan 
island. 

The Philadelphia subway was built entirely by private capital 
and is used as a downtown terminal for both elevated and sur- 
face cars of the Philadelphia Rapid Transit. 

The various methods which have been recognized or suggested 
for financing the cost of subways may be briefly recapitulated as 
follows: 

(a) Private Capital for Building, Equipment and Operation. 
Length of franchise may be for (a) short term, (b) long 
term or for (c) indeterminate term. Right to purchase should be 
retained by the city. 

(b) City Credit for Construction, Private Capital for Equip- 
ment. To be operated by contractor for a term of years. Sink- 
ing fund should be provided to retire city bonds used in con- 
struction. City should have the right to purchase equipment at 
a fair valuation at the end of the contractor’s lease. 

(c) City Credit for both Construction and Equipment, Private 
Operation. To be operated by contractor on bonus principle 
Sinking funds to be provided for retiring cost, for depreciation 
and for operating reserve. 

(d) City Credit. for both Construction and Equipment, 
Municipal Operation. Municipal construction and operation with- 
out the use of any private enterprise whatsoever. 

(e) Assessment. Part or all of the cost to be raised by long 
term assessment on the property benefited, preferably without ac- 
cumulation of interest. In case of very poor territory the loss 
from operation during the first years, while business is being 
developed, should also be financed by assessment. 

RETURN ON INVESTMENT IN SUBWAY. 

The earnings and net returns will depend on the following: 

1. Density of population served, and rides per capita. 

2, Equitable arrangement for exchange of transfers between 
the subway and the collecting and distributing surface system. 

3. Use of subway as a downtown terminal by electrified 
branches of present steam lines. 

In my opinion a subway in Pittsburgh will pay eventually, but 
there will be a loss during the first years of operation, and par- 
ticularly so if it be built too soon or upon too large a scale. The 
subway should not be constructed until definite arrangements 
have been made with existing transportation systems for the 
joint use of the subway to the mutual advantage of the com- 
panies and the traveling public. 

PROBLEMS REQUIRING INVESTIGATION, 

In order to determine, more definitely, the prospects of building 
a subway in advance of actual needs, so that it may become an 
important factor in influencing the extent and character of the 
growth of the city and district, it will be desirable to proceed 
along the following lines of inquiry: 

1. Ascertain the best terms which private capital will offer or 
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accept for building, equipping and operating the subway and for 
giving the city the right to purchase. 

2. Secure by legislation the right for the city to issue bonds 
of a type self-supporting and independent of the debt limit, so 
that money for purchasing or constructing a subway and possibly 
for equipping it also, may be secured by means of the city’s credit, 
and thus reduce to a minimum the fixed charge for interest. 

3. Determine what the present street surface railway company 
will do in regard to interchanging transfers with the subway. 

4. Determine what the steam railway companies will do in 
regard to electrification of their suburban tracks and renting the 
use of the subway as a downtown terminal or for a through 
passenger connection for suburban trains. 

5. Determine, by comparing the present census with others, the 
rate of growth of the sections which may be effected by rapid 
transit development. 

6. Ascertain the probable increase in value of reak estate in 
the districts to be served in order to determine whether or not 
this increase in value of land will justify the building of apart- 
ment houses in sufficient numbers to result in a density favorable 
to subway operation. 

7. Investigate the possibilities of raising all or part of the first 
cost of a subway by assessment on the land benefited by the 
improvement. 





RAILWAY STATISTICS OF THE UNITED STATES FOR 
THE YEAR ENDED JUNE 30, 1909. 


The Interstate Commerce Commission, in the abstract of its 
annual statistical report for the year ended June 30, 1909, gives 
statistics for that year from which the principal items are shown 
in the table below. The report for the year ended June 30, 1908, 
appeared in our issue of January 14, 1910. The report for 
1909 was compiled on substantially the same basis as that for 
1908 and differs considerably from previous reports. For in- 
stance, in 1908 and 1909 the statements do not include data 
from reports of companies classed as switching and terminal 
companies. The comparisons, therefore, between 1908 and 1909 
are comparatively accurate, but are not accurate between these 
two years and the earlier years. 


STATISTICS OF RAILWAY IN 1909 AND Previous YEARS. 


: 1909. 1908. 1907. 1906. 
Miles of road completed........ 2,136,869 238,678 229,951 224,368 
Increase, 12 months.......... 8,215 5,930 - 5,588 6,262 
Te EE Ok SOUTER a iceeccs «atsacue -«dQeaare 3,926 3,971 
Locomotives, number .......... 57,212 57,698 55,388 51,672 
Cars owned, passenger......... 45,584 45,292 43,973 42,262 
Cars owned, freight............ 2,073,606 2,100,784 1,991,557 1,837,914 
Cars owned, total.............. 2,218,280 2,244,357 2,126,594 1,958,912 
ead caaiiy<ons 1,502,823 1,458,244 1,672,074 1,521,355 
Per 100 miles of road........ 63 62 735 689 
Total stock and funded debit... 18,711.9 $12,840.1 ........ $14,570.4 
Stock and debt per mile road... SOS59 STGG00  ascaissces 67,936.0 
Gross earnings, millions........ 2,418.7 2,393.8 2,589.1 2,325.8 
Average per mile.......esese0. 10,381 10,583.0 11,3838.0 10,460.0 
Passengers carried, millions.... 891.5 890.0 873.9 800.0 
Carried 1 mile, millions...... 29,109.38 29,082.8  27,718.6  25,175.0 
Tons freight carried, millions... 1,556.6 1,533.0 1,796.3 1,631.4 
Carried 1 mile, millions...... 18,803.0 218,381.5 236,601.4 215,877.6 
Average rate per ton-mile, mills. 7.6 7.5 7.6 7.6 
Average passenger fare per mile, 
NA ry wee 1.9 2.0 2.0 2.0 


*Not reported in the present abstract. —__ 
tIn millions. This represents only securities outstanding in the hands of 
the public. 


There is given herewith a condensed income account and profit 
and loss account of operating roads. This includes both operating 
and financial transactions of these companies, but does not give 
any statistics for leased companies. The statistics for leased 
roads include only money received and paid under contracts and 
agreements, so that the operating revenues and expenses in 
the table given below covers all companies. For such items as 
dividends, taxes, etc., the figures for all companies, includ'ng 
leased companies, will be somewhat different from the figures 
given in the income account. For instance, the aggregate of 
dividends declared during the year amounted to $320,890,830. 

The report gives the usual totals of accidents. The most im- 


portant part of the accident records for the year under review, 
that given in the quarterly bulletins, has already been published 
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INCOME ACCOUNT. 
Rall operations: 
AR TNONN SS ois. ic i cnkscessss cq ceseeadss $2, 418, 677, 538 
Operating Cmpenet ss... 5in5c5 os cceeccscccceneess 1, 599, 443, 410 
Net Gnertlng POVENGG . «.« «5... ssc cc cc ccc cccccfcocsccsessveseee $819, 234, 128 
Outside operations: _ 
IN ca sicccdcccccascuccdeveadsedncewsesad 54, 527,763 
Was aces cece caccccccascececieceqccoccasd 50, 590. 794 
Net revenue from outside operations. ..........|........--.--0-+ 3, 936, 969 
AN os ios nce a ccnccenwandscecbiawacaceuseuasats 823, 171,097 
os og ow cad anueackius ceasuaeksbqucawasedaseewes 85,139, 554 
Operating income..............-cceeceee sere ccceeceleeeerneeeceseeees 738,031, 543 
MI ion Secs eseicc nome sanaseivenctaccconcebneeuecsqrecesseed 199,041, 118 
Gross corporate income ..............cccecccccfeccsccccccccccccs 937, 072, 661 
Deductions from gross corporate income..........-..J.---eee-eeeeeeeee 548, 908, 546 
Net corporate income..............ccccccccccccleccceccceccccces 388, 164,115 
Disposition of net corporate income: 
Dividends declared from current income......... 233, 069, 739 
Additions and betterments charged to income. .. 23, 675, 622 
Appropriations to reserves and miscellaneous 
Na doc ntienancccasawaceeuscccecscesa 20, 632, 313 
NI oo cduns cep necucnsccasteueewcacdanasagtledia svaneusaddans 277, 377, 674 
Balance to credit of profit and loss.............]..-.0--e-eeeeeeee 110, 786, 441 
PROFIT AND LOSS ACCOUNT. 
Credit balance on June: 90, 1006..............ccccccccfoccccccoccecccece 720, 423, 740 
Credit balance for year 1909 from income account....|.........-.--.--. 110, 786, 441 
OM aa es aria ws aaa a calc pe eee EN ee TOS 831, 210, 181 
Dividends declared out of surpluS................ccce[esceesccceeceseee 38, 978, 760 
Nes oo icc cciwnscccccncuasacs Juseedqeudiigesssadtanuediae 792, 236,421 
Other profit and loss items—debit balance...........|....--.--+-.ee0- 23,708, 013 
Balance credit, June 30, 1909, carried to balance 
NE ooo cose kaka cess cicncndseaseesccqaccspegsacensecauens 768, 528, 408 














in the Railway Age Gazette (November 19, 1909, page 968); the 
totals here given are from the annual reports of the roads and 
include wayfarers at crossings and trespassers on the tracks of 
the railways. The following are the principal totals: 


Killed. Injured. 
PUI CIGROOE GR HALSOEBO ie ci8s oo. cloced cons cca wen eee 8,722 104,348 
IN Pers a a ba oan ow d-'e) os ale Sa ds Rtwle aera 253 10,311 
Katia t6 number carried, 1 in... ...cccesesdsicves 3,523,606 86,458 
Ratio to number carried one mile, 1 in............ 115,056,611 2,823,133 
EOP UMM Rare g alee re cu ab vied e is «Hg oe d.w'S e6's ses es 5,859 10,309 
Trespassers (included in “‘other persons’’)........... 4,944 5,759 
At highway crossings (included in “other persons’”’).. 733 1,830 
Ratios of casualties to number employed— 
Batelovees; Gil ClassOs, FT Bie... ccccccsecdaesaccees 576 20 
yo Ss ere rer rrr er re ee re 205 9 


The abstract indicates that terminal and switching companies 
are not included in the foregoing totals. These switching com- 
panies report 102 persons killed and 975 injured. Whether or 
not the larger totals include accidents on electric railways does 
not appear. In the quarterly bulletins electric interurban lines 
(which in some cases probably include also city street car lines), 
were included in the accident statistics until within the last six 
months, but now they are excluded and appear in separate state- 
ments. With these changes the value of the statistics for com- 
parison, both the annual and the quarterly, is much lessened if 
not destroyed. 





FOREIGN RAILWAY NOTES. 





In Chile this spring the line connecting the capital, Santiago, 
and the chief port, Valparaiso, 155 miles, with its branches, was 
to be electrified. 





The tunnel for the second track of the Simplon tunnel was 
by contract to be enlarged and made ready by the original 
contractors. They have protested against building it; but the 
Swiss authorities have insisted, and if the old contractors did 
not take up the work, new bids were to be received for it July 15, 
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MULTIPLE TRACK RAILWAYS IN OHIO. ent — 
Warwick to Massillon ........ sige «Stale lp Shacet 2 12 
T : ; ap ; i oj ll Canal Dover to New Philadelphia........... 2 3 
1 he m Ap of Ohio, given herewith, is designed to show a iiuar te aut-ead of PUM... cece, ; ; 
railways in that state on which there are two or more main Flushing to, Pairpoint. ssrinaiapa na bares 0h }s2 2 10 
+ 5: : TR ee eee : St. Clairsville Junction to Bridgeport........ 2 9 
tracks. The lines in the vicinity of Cincinnati are shown Bellaire to C. & P. crossing Sipe gears ° 2 
separately in the lower right hand corner because of the small Bellaire to Shicks Mines. ................-- 2 2 

Baltimore & Ohio Southwestern. 

scale of the large map. Cincinnati fo LOVCIR 6 6.65500. ceed swans 2 25 
West Junction to Byers Junction ........... 2 8 


Ihe termini of the sections shown on the map are as follows: sgn soggy sag eRe ea 


Oux10. Conneaut Harbor to Pennsylvania state line. . 2 5 
Baltimore & Ohio. Cincinnati, Lebanon & Northern. 
No. Approx. Cincinnati’ to New «5665s oc svwisccseceess 2 5 
tracks. miles. Cincinnati, Hamilton & Dayton. 
Newcastle Junction, Pa., to Hamler......... 2 220 CimGinnatt: to BASRMBON 6c oo e cia seed een 2 25 
Mark Centre to Indiana state line.......... 2 9 Greencastle: to “TRRyt0n ..4s6<cc - 6.000000 0% 08 2 
ESTE TNE "TP SSR RSs ae rarer re 2 7 Cleveland, Akron & Columbus. 
Cleveland to C., L. & W. Junction.......... 2 aie Akron Junction to Warwick ................ 2 12 
Pee See, LasccasskSeee seca ek as acs 2 3 N. & W. Junction to Columbus ............ 2 
RN a Lan gb cuidhiew en ehiewiene > 2 5 Cleveland, Cincinnati, Chicago & St. Louis 
Chicago Junction to New Haven ............ 2 3 Cleveland ‘to Greenwich <2. 3.66.6 cece seuss 2 55 
RE i NE eas ak eass oes nes seuw 2 1 Shelby Junction to Galion .............000; 2 13 





Ashtabula A 
- 





























Multiple-Track Railways in. Ohio. 











Galion to Marion (joint with Erie).......... 
Cincinnati to Valley Junction.............-- 
Cimeintets 16 SHARON: 66. cece canna SS tesiee 
Monroe to Franklin ....00ccccvacccocceces 
Miamisburg to Dayton ....... See 


TAOIE C0 OC AEVEINE is 6 ose sa eases sees 
Leavittsburg to Braceville, ........cccseees 
RS ee ree er 
POP One SOEs Fis COMET 5 vise x6 arts aeveseee 
Se EO TI asad bin 5 ois 0 8 eset siseatinss 
OL CO) TRUER. i sceds 86% 6a. hee R ASAP RRO 
Sterling tO Crests | o..0. 5:60 60 se ORES ee tess 
Aahiand tO WEA 6 ooic cc osc iw Aaa nss oc 
Summit to Galion... 25500. 0056 Be Arr 
Galion to Marion (joint with Big Four).. 


Hocking Valley. 
Rockwell to Walbridge ......... RE ee 
Ackerman to Valley Crossing’...... Dares ew we 
Hookers to Matown Junction ........5..... 
East Clayton to Nelaonmville. 6 aici co scv0.s 0050.0: 


Lake Shere & Michigan Southern. 
SavOrG0k 10 PRUCHVIE «6.0.5 60:0 view ane ccs ee 
Painesville to Willson Ave (Cleveland)..... 
Willson Avenue to West Cleveland ......... 
Tg ee eee eer 
West Cleveland to Berea ...3.ccceccccices 
PRN 0 RD, 666.06 6.556 sine 9500 5 505 4:5:0 we 
OMOEA ES OO ON oie 2b e's: nin 6000 6 sme 
i Ne Gres Shae Sere On emeadaa 
ROT OS. VOR, oe 66.0.5 5. 6:5-6% eases oe wale 
WEUMINIOR, 10 TEU ovis cde escéeeweans 
TAMEGH 16 GY BPGOR ss oes cscvc cv cewcawess 
BOy BriGhe tO TORDUTY ove icsss cecccsecs 
Danity 10 Tore CHOON .o<. ccc ccseseecese 
Port: Cligton to Rocky Ridge ..30.0s0scccces 
MOcky Ridge to GrayiOwWN «0.06006 scecsa eens 
CEAGIGWET TO EMIUES | ois. ose sds o0ns geass 60:6.600 
BRREES COP OMOED a 5.6% 6.0%. 0 5:00 00's 6'0 Sisievie 
OME AIO IE es 616) 900067) 00:44 6 vidin eierw ioc ainies 
MI AS NANO RERER 365 65 a.6-: 0 "6-089! 9 4e RRS sere 
Ret SiO SEEN 66 5..6 ps 0b eae @anKeacees 
TERED, PII fo 6.6 ord 5s 0 ha Nieasanaanwes 
Ashtabula to Andover (inc. 2 miles 3d track) 
Latimer to Doughton Junction ............. 
Doughton Junction to Youngstown ......... 
Air Line Junction to Wagon Works......... 
New York, Chicago & St. Louis. 
aM MMOMGS 5 Pee sae seh Wetec Rc aelsieiewalnwels 
Cleveland 00 TGtin.. .6.< c.8.0:0 5 510:5:4:9:40% dieleae 
RINE CO RENO? a5 40 shales cies aniee cub aceaieeis 
Norfolk & Western. 

Columbus: to. Valley Crosting 2.46..0s000000% 
Valley Crossing to Hanging Rock (includes 

some sections not finished)............. 
Hanging Rock to Coal Grove ............... 
sneridan to South Perit nck c icc cccescs 


Pennsylvania Lines. 
Pennsylvania state line to East Palestine..... 
East Palestine to Columbiana: «c..c.6 oss 
COMBINE to: TGCHORIO. 6.6.06 5 665650 be 60 vie ecee 
Leetonia to Alliance Junction ............. 
Alliance Junction to Alliance............... 
PAIR PUNTER oa 5 66 9:6 0 6 arp. wosarn 6-06 corde 
OD Oe a eer ee ae 
ROMAIN ORRIN a oon ae. 6 6 ob od ad aae nasal 
COMODO, EG) BANILOOK 6 asv. 06s o's ors 0056's 65 8 00s = 
PO SS er eee re eed 
MARROW ES THORS oo :i'sia.'s 6 sie vc a diel whaeaeurnd 
BOGOR GO. DEOGBEOIG a6 66 626-040 0004 eee ove ore-s 
DOMIOIG 16 CHESGUINO 6666 6 60:6 careers 00s 0% es 
CE Ee eee ee eee ae 
Crestline to Upper Sandusky .............. 
BE TD ROT AOI 5is.655.5.0:0'5 600s ede sees 
Upper Sandusky to Indiana state line........ 
Union Station, Cleveland to St. Clair Street. 
St. Clair Street to Woodland Avenue....... 
Woodland Avenue to Newburgh ............ 
ING WRGCRH GO AUIRIOC .6.o.5 o.65-6.00:0-8:05 0:00 0-0:0 
Summitville to East Liverpool ............. 
East Liverpool to Rochester, Pa............. 
Yellow Creek to Mingo Junction ........... 
eg a een 
West of Detour Junction ...........ccee0e. 
WR OPITIOIE GG TIRUBOO) 6.o 6 6 5:0 55. 5:6:038:0 0:00 086 <io0's 
Pennsylvania state line to Steubenville...... 
Steubenville to Mingo Junction ............ 
Mingo Junction to Jewett .........cccececes 
DR AT as ales BXie 55 4 <1 Ondo. 648 AE 
SMD 4" MRIDIEMED MUONS Sie 66 4 6 6 so saie vrecare'e wicievea 
Morgan Run to Coshocton.............000. 
Coshocton to Montgomery ................ 
puontgomety to Newark . i... 660s ccccccess 
mewerk to Cemigal City oo co cssvcisiecceecces 
Central City to Outville .....cisiceseacscvces 
SPIENNS OO RIE os esse cso via sane cae 
IIe EO TH WAINUE 6.5665 Ms cae esiesees 
mig Walnut to Columbus: «..o6.60.05.005 000600 
Conmmmee £0: OTURME 6a cc ceccccccedoeceees 
ROS MMRAA A OR ARREI 6 1.5008: 8-6.0:4/5-s 0 68s Cowiee ease 
Si MINI ag Rta tg hia are 0 a 'G-8-- 0 se er elark Gio ‘wiki muaies“are 
West of Piqua to Bradford ............000% 
ee a eee 
OLUINDHG, 10: AIOE 6.006 6005606060006 ve ae cee 
URS FOUR TO AGO. ons cise sis esse ewowes 
a ey eee en ee 
DORVCO 20 PUIG CHEE 65 dieses cacceveccewed 
New Paris to Richmond, Ind. 2... 0... s060s.% 
Pittsburgh & Lake Erie. 
Loweliville to Haeelton: .....656.66sseeee scx 
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PROPOSED STANDARD FORM OF RAILWAY-TELE- 
PHONE AGREEMENT. 


At the recent meeting of the Railway Telegraph Superinten- 
dents’ Association at Los Angeles (Railway Age Gazette, July 8), 
a special committee presented the following report: 

At the quarterly meeting of the Eastern Division of the as- 
sociation, held in Washington last November, the “standard tele- 
phone operating agreement” for railways was taken up for dis- 
cussion, and the committee of five then appointed reported its 
conclusions. The proposed agreement is well designed to meet 
existing laws or any contemplated legislation with respect to dis- 
crimination and at the same time provide amply for railway tele- 
phone service. Particular care is taken in every clause to state 
that the rates to be applied shall be the regular charges of 
the telephone company to its business subscribers and lessees in 
similar service, under substantially similar conditions. It takes 
away nothing that the railways now enjoy, except possibly a 
few comparatively low rentals for apparatus, which would be 
more than offset by the substitution of the flat rate for measured 
service at a few points where the railways, under the present 
standard telephone agreement, are placed on a measured basis and 
other subscribers or lessees in similar service under substantially 
the same conditions, have a flat rate. It permits the use of any 
apparatus the railway company may elect for use on private 
lines, not connecting with any public or private branch exchange, 
or mileage line furnished by the telephone company. It requires 
the railways to use only apparatus approved by the telephone 
company when such apparatus is for use on lines likely to be 
connected with their system. There is no objection to such 
restriction, if it can be termed a restriction. The standard rail- 
way contract, under which most of the railways are now oper- 
ating, was introduced nine years ago. The new agreement is 
presented now as originally prepared by the telephone com- 
pany. Within the current year a new and important feature has 
appeared. The telegraph company controlling the lines on a 
majority of the railways is working in harmony with the Ameri- 
can Telephone & Telegraph Company; and within the past few 
months we have noticed that the development of the telegraph 
and telephone, under such harmonious workings, has been a 
great benefit to the public generally. It is, therefore, the con- 
clusion of the committee that this association should postpone 
action on the acceptance of the standard telephone operating 
agreement until the telegraph and telephone companies have fur- 
ther developed their traffic arrangement, in order that it may be 
more practicable to judge as to what form of agreement will be 
best adapted to the service. 

This committee consisted of E. P. Griffith (Erie), chairman, 
L. B. Foley (D., L. & W.), F. G. Sherman, A. B. Taylor (N. 
Y. C.), J. C. Johnson (Penn.), and N. E. Smith (N. Y., 
N. H. & H.). 

The report was accepted, and the committee was continued, 
but with the proviso that, in the opinion of the meeting, if any 
railway company requires an agreement with a telephone com- 
pany at the present time, it should endeavor to adopt the new 
agreement for a term of one year experimentally. 





The British consul at Salina Cruz, the Pacific terminus of 
the Tehuantepec Railway, states that the freight carried over 
the Mexican-Isthmus route in 1909 reached nearly 1,000,000 tons. 
At Salina Cruz port, the temporary entrance to the inside dock 
has been filled in, and the whole proposed length of wharfage, 
built of stone and cement, is now completed and fully equipped 
with electric cranes, etc., for the rapid loading and discharging 
of vessels. Another large steel and masonry warehouse has 
been completed, making six in all, each over 300 ft. long. The 
Pan-American Railway, connecting with the Tehuantepec line, 
handled of the 1909-10 Chiapas coffee crop, 8,500,000 Ibs., fully 
75 per cent. of which went to London and Hamburg. Next 
season it is estimated there will be a 45 per cent. increase in 
the crop and a 15 per cent. increase in acreage. 














The Texas Midland has increased the pay of brakemen and 
firemen. 

The Louisville & Nashville has made an increase of 6 per 
cent. in the pay of 4,000 shopmen. 

The Baltimore, Ohio & Southwestern has increased the pay 
of locomotive enginemen, to take effect August 1. 


The Delaware, Lackawanna & Western, after protracted nego- 
tiations, has increased the pay of enginemen about 13 per cent. 

The dispute between the Virginian Railway and its locomo- 
tive enginemen concerning wages and conditions of labor has 
been referred to the government mediators, Messrs. Knapp 
and Neill. 


The striking shopmen of the Rock Island road, referred to in 
our last issue, returned to work on Saturday last without further 
conference with or any solicitation from the officers of the 
company, 


In the Federal Court at Pittsburgh, Pa., July 16, suits for vio- 
lation of the 28-hour law regulating the transportation of live 
stock were filed against the Pennsylvania lines west of Pitts 
burgh, 140 violations being charged. 

A bridge of the West Side Belt Line on West Carson street, 
Pittsburgh, Pa., was partly wrecked by dynamite July 15. The 
McClintic-Marshall Construction Co., the contractor on the 
work, had employed a few non-union men. 

The Public Service Commission of Maryland, which was es- 
tablished this year, is investigating an accident on the Baltimore 
& Ohio, which occurred in Baltimore last week, where six car- 
penters at work on a bridge were struck by a train and killed. 

The Delaware & Hudson, whose track repairmen have been 
on a strike for about three weeks, has made to the strikers a 
second offer. It will pay the foremen the rates that they have 
demanded, and will pay the laborers $1.65 a day. The demand 
of the laborers was for $1.75. According to the reports, about 
1,200 men are on strike. 

The Chicago Great Western has bought the Missouri river 
biidge at Leavenworth, Kan., and adjacent yards from the Leav- 
enworth Bridge & Terminal Co., and beginning August 1 will 
run its trains to and from Kansas City by way of Leavenworth. 
The bridge is now used by the Chicago, Burlington & Quincy 
and the Chicago, Rock Island & Pacific. 

Sheet metal workers and coppersmiths employed in the shops 
of the Missouri, Kansas & Texas, who have been on strike 
several weeks, have returned to work. They have been granted 
an increase in wages and improved conditions. Painters em- 
ployed in the shops at Parsons, Kan., who have been on strike 
several weeks, have also returned to work, an increase in wages 
of 2% cents an hour having been granted. 

Henry K. McHarg, until recently president of the Texas Cen- 
tral, who, it is said, has sold his interest in that company, 
has announced that to every conductor, agent, brakeman and 
porter on the line he will make a present of a month’s salary. 
and to every employee who has been in the service of the road 
for 20 years he will give a year’s salary. The Texas Central 

.is 267 miles long, extending from Waco northwest to Rotan, 
and has 30 locomotives. 


. 


The newly created Federal Bureau of Mines will include the 
mine accident and fuel investigations formerly in charge of the 
Technologic Branch of the United States Geological Survey. 
For the first year of its existence the work of this bureau will 
be a continuation and expansion of the work as it was carried 
on under the direction of the Geological Survey. The law creat- 
ing the new bureau also provides for a variety of other prob- 
lems, most of which will be deferred until Congress gives ade- 
quate appropriations. 


A. R. Mosher, president of the Canadian Brotherhood of 
Railway Employees, announces that the pay of the men on the 
Intercolonial has been increased, and that numerous favorable 
changes have been made in the regulations under which em- 
plovees work. Some of the men will have their pay increased 
as much as $30 a month. These changes are the result of pro- 


G@eneral News Section. 








tracted negotiations with the officers of the road and will take 
effect as from December 1, 1909. Clerks, checkers, dining car 
conductors and numerous other classes of employees will have 
two weeks’ vacation annually with pay. 





Threatened Strike on the Pennsylvania. 


Following the conference last week between General Manager 
Myers and the representatives of the conductors and trainmen, 
led by Messrs. Garretson and Lee, as reported in our issue of 
the 14th, page 145, the leaders of the employees gave out positive 
statements that the demand which they had made was so serious 
and important that any suggestion to refer the matter to arbitra- 
tion would be rejected. Reports were current that a strike would 
be ordered on the night of July 15, the committee of the em- 
ployees having held long conferences on that day from which no 
news was given out; but no strike was ordered. The directors 
of the road met on that day and adopted a resolution approving 
the position which had heen taken by the executive officers. Fol- 
lowing this President McCrea issued a statement in which he 
said : 

“It should be clearly understood that it is not less hours of 
labor demanded by the conductors and trainmen, but, on the con- 
trary, what they do demand is more money for every hour they 
work than is paid by other roads in this territory.” 

Calling attention to the awards made on other railroads in the 
east, Mr. McCrea says: “These awards have been accepted by 
all other lines in the eastern territory, and the trainmen state 
that the rates are considered by them as standard, and while the 
company has expressed a willingness to go to the 10-hour basis, 
and at the same rate as other lines have in effect under these 
arbitration awards, it cannot concede the demand which is now 
made upon it that it shall pay for 10 hours of work the same 
amount of wages that it now pays for 11 or 12 hours of work. 

“In other words, reduced to a mileage basis, the contention of 
the men is that 100 miles, or less, should constitute a day, figur- 
ing 10 miles to the hour, and that we should pay, for instance, 
4.04 cents per mile to conductors in through freight service. On 
the other hand, the trainmen and conductors, on the award made 
to them by Messrs. Morrissey and Clark (New York Central 
case) accepted a mileage basis and 10-hour day, at the rate of 
3.63 cents per mile for similar runs. The company feels that the 
demand of the employees is unfair, inasmuch as it cannot be con- 
sidered other than a penalty for former liberal treatment. hg 

Mr. Garretson issued a statement in which he said: 

“All the men insist upon is that the code of rules that obtains 
upon every other road in the country shall be applied on the 
Pennsylvania without a reduction in the present rate of wages. 
For years it has been the pride of the Pennsylvania to boast to 
other roads that they could dictate the wages of their employees 
and the conditions under which they served, and they were able 
for years to maintain a semblance of this position by the regu- 
lar issuance of so-called voluntary increases, and no greater 
misnomer was ever employed to describe such increases than the 
word voluntary. 

“The student of conditions would invariably notice that 
such voluntary increases were always granted when the rum- 
ble of the feet of an approaching grievance committee was 
heard. Such increases, invariably given on the percentage basis, 
widened the difference in rates which existed all over the line 
between similar classes of service or on different runs on the 
same portions of the territory, but they served the purpose for 
which they were devised, namely, to distract the attention of 
the employees from the fact that the conditions under which 
they served the company were less remunerative even with a 
comparatively higher rate of pay than those which obtained on 
surrounding lines.” 

On Saturday it was announced that there had been some 
misunderstanding; that-on the lines west of Pittsburg the com- 
pany had given the employees substantially what they asked for, 
and that another conference would be held on Monday at 11 
o’clock, though the representatives of the company said that 
there would be nothing new to offer at that conference. The 
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company in the meantime was making extensive preparations 
for a possible strike; temporary lodging quarters were fixed up 
at the principal terminals and the local authorities were called 
on at many places to swear in additional policemen. The thou- 
sand police in the employ of the company were mobilized, and 
the men in the large shops of the company were notified that 
they might be wanted as guards and were asked to say what 
place they would like to take in case it became necessary to 
protect the company’s property. An officer on the lines west of 
Pittsburgh told a reporter that it was surprisingly easy to find 
new trainmen. 

On Monday evening the company issued a statement to the 
effect that the men had accepted the general manager’s propo- 
sition, which in effect was that “the company would put into 
effect working conditions, including a minimum day as detailed 
in the New York Central award, leaving the company’s high 
rates stand, but not increasing them by making the 10-hour day 
apply to the rates which were made to fit an 11 and 12-hour 
day.” This rather incomplete statement was not much illu- 
minated by the statements given out by the representatives of 
the employees, but according to the Philadelphia Press the re- 
sult of the conference was as follows: 


The terms of settlement have the New York Central award as a basis. 

The company is to make a change in the working conditions, changing 
from the “trip” system of pay to the ‘‘mileage’’ system. 

Men now holding high-pay runs are to be protected. 

A minimum of 10 hours as a day’s work is to be established and the 
short trip minimum of six hours is to be abolished. 

Men are guaranteed 26 days’ work a month. 

The men assert the settlement was due to the clearing up of misunder- 
standings. 

_ The company asserts it has made no concessions other than those offered 
six weeks ago; that what the men wanted was $4.04 for a minimum day of 
10 hours (for freight conductors), and and what they got was $3.63. 

The men point to President McCrea’s statement issued on Friday as 
proving that the company misunderstood the demands. They declare the 
only concession granted by them was on the amount of pay for overtime, 
in which they accepted 37 cents an hour, instead of 40 cents. 


Mr. Garretson went home on Monday and Mr. Lee on Tues- 
day, leaving the local committees to continue negotiations about 
details, which, it was said, might take from three days to a week. 
This seems to indicate that the essential differences are settled, 
but on what basis cannot be said with certainty until a fuller 
statement shall be issued by the parties interested. 

On the lines west of Pittsburgh the tension seems to have been 
relieved, but no definite results are given out. 





Strike of Trainmen on the Grand Trunk. 


The long pending negotiations between the officers of the 
Grand Trunk and the representatives of the conductors and 
trainmen of the road were brought suddenly to an end on the 
evening of Monday, July 18, by a strike which at once stopped 
freight traffic almost completely throughout the company’s lines. 
On Tuesday through passenger trains were run with very few 
exceptions, though in many cases behind time, but many !ocal 
passenger trains were omitted and only a very few freight 
trains were run. The strike included the Central Vermont 
through to New London, Conn., and also the trainmen of the 
Wabash who run over the Grand Trunk tracks between Detroit 
and St. Thomas. The only place from which a complete cessa- 
tion of passenger traffic was reported was on the Central Ver- 
mont south of Brattleboro. It appears that the company had 
engaged considerable numbers of new men and an order was at 
once issued closing the principal shops. President Hays on 
Tuesday issued a statement in which he said: 


“Messrs. Berry and Murdock, with a committee, met the of- 
ficers of the company and advised that they had received the 
authority of a large majority of our trainmen to order a strike 
in the event a settlement was not reached with the company. 
A general discussion of the situation took place, during which 
we advised them that we were not in a position to do more 
than had been offered in our former proposition, giving the 
men an increase of approximately 18 per cent. with the further 
promise that they should be given the same standard rate of 
pay as the Canadian Pacific as soon as the Grand Trunk, through 
its relation with the Grand Trunk Pacific, is in a position to 
participate in the higher rates obtaining on traffic in the North- 
west. * * * It was explained that if there was any question 
of indefiniteness as to the date when the standardization was 
to take effect we would agree that it should be not later than 
January 1, 1913, or earlier if the Board of Railway Commis- 
sioners, upon hearing the facts in the case, should so determine. 
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“This was not considered satisfactory, and the conference 
was adjourned until the afternoon, when we were handed the 
schedule of rates of pay and rules which are practically the 
eastern standard. To this reply was made that we could do 
no better than what had already been offered, and we had no 
further propositions to make. 

“Should a strike be ordered we feel confident that it will be 
found that many of the employees of the company in the train 
service will disregard such strike and will continue service with 
the company. We have a large number of applications from 
other parties desirous of obtaining employment, and shall also 
recruit largely from our own forces in other departments. 

“In the meantime we shall make effective the rules and rates 
of pay offered the employees. Pending settlement of matters all 
shops on the system will be closed. 

“We have done the best we can, having regard to the interests 
of the shareholders and of the men themselves. We have of- 
fered substantial increases in wages. For instance, we give con- 
ductors between Montreal and Portland an increase from $110 
to $135; between Montreal and Brockville from $90 to $140 a 
month; between Montreal and Toronto from $110 to $140, and 
baggagemen from $70 to $85, and brakemen from $55 to $60 
to $80. * * * When I put this to the men I said, further, 
that this was a large increase, but that if they did not think 
it satisfactory there was still another alternative. I said I was 
willing, in such case, to go to the arbitration of a board of 
expert railway men as to whether or not the proposition was 
fair, and would be willing to abide by their decision. 

“Further, I said to the representatives of the men: Suppose 
a strike is brought on, with all its disturbance of conditions and 
business; what shall we do eventually but settle it as | have pro- 
posed? You will have displaced a great many men, created 
great losses all over, and got no further ahead. But they re- 
fused to listen to this.” 

Vice-President Murdock, of the Brotherhood of Trainmen, 
replying to the statement issued by Mr. Hays, said: “This put- 
ting up a poor face to the public is about played out. During 
the last 10 years the company has taken over $36,000,000 out of 
revenue and used it on improvements which should have come 
cut of capital account. No other road in the country has done 
this so far as I know, and we feel that some of those millions 
should have been directed toward the pockets of the men.” 

Mr. Murdock went on to name many instances in which the 
rate offered by the road was lower than that which had been 
recommended by the Board of Conciliation which had consid- 
ered the controversy between the road and the men and had 
made a report a week or two since. He also said that the 
brotherhoods had proposed a temporary adjustment to last until 
next January 1, which had not been accepted. When asked as 
to the power of the brotherhoods, he said that they had 
$1,000,000 to keep the strike going, and that striking conductors 
would receive from the Order of Railway Conductors $50 a 
month, and brakemen from the Brotherhood of Railway Train- 
men $35 a -month. 

The Central Vermont sent an appeal to the federal mediators 
at Washington, and they—Messrs. Knapp and Neill—sent a tele- 
gram to Mr. Murdock, but he replied that there was small hope 
for settlement and that the men would stop work that evening. 





Strike on the Northeastern of England. 


Press despatches of July 19 report a strike of employees on 
the Northeastern Railway of England. No notice had been given. 
The men say that the strike is a “protest against the generally 
tyrannical methods of the officers.” The strike began at New- 
castle, where 3,000 employees left work at 10 o’clock on Monday 
night. 





The Other Side of the Picture. 
[Letter in New York Evening Post.] 


Let us praise the bridge which carried us safely over. For 
more than 20 years I held an annual commutation ticket between 
New York and New Brunswick, N. J. [on the Pennsylvania Rail- 
road, 31 miles], which cost me $85 for a ride of 60 miles to and 
fro, at about 25 cents a day, and I have been a passenger on that 
road for more than 60 years and have never once met with an 
accident or seen a passenger injured. I will venture to say the 
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cars are at least as fine as those of any other road out of New 
York. For more than half a century this annual commutation of 
$85 has been maintained and.the towns along the road have been 
built up by it. At last, through the increasing price of material 
and of labor, and the wages of employees, in order to maintain 
its reputation for safety and its high state of efficiency, it has 
been thought necessary for the first time in over 60 years to raise 
its commutation rates. 


New York City Freight Terminals. 


A plan for a joint freight terminal in New York City was 
submitted to Mayor Gaynor last week by Calvin Tomkins, com- 
missioner of docks. The plan provides for a system of yards, 
docks and storehouses on the west side of Manhattan Island. 

The New York Central now has yards near Sixtieth street 
and Thirtieth street, connected by surface tracks on Eleventh 
avenue. The new plan is to build a four-track elevated rail- 
way along the water front between these yards, and perhaps 
extending further south. This railway, which will not carry 
passengers, will have track connection with double-deck piers, 
provided with freight handling machinery and switching tracks, 
each pier for the use of one railway company or a group of 
them. It will also connect with buildings extending from the 
water front back to Eleventh avenue. The lower floors of 
these buildings will be provided with tracks, and the upper 
floors will be used for storage, etc. This scheme would require 
a classification and L. c. L. yard, which would be at Fortieth 
street, and would connect with docks for car floats. 

Mr. Tomkins proposes a terminal company in which the roads 
terminating in New York City and on the New Jersey shore 
of the Hudson river would be stockholders. Each company 
would pay to the terminal company a proportionate rental. The 
roads would receive the use of the docks, tracks, etc., and the 
two lower floors of the terminal buildings, and would them- 
selves arrange for the sub-letting of the upper floors of the 
buildings, at uniform rates, to industrials. The city would ac- 
quire the necessary property and build the elevated railway, 
‘docks and buildings, the railway companies guaranteeing that 
the rental they paid the terminal company would be enough to 
cover interest and an amortization fund for the bonds by the 
sale of which the city would get money to pay for the im- 
provements. The cost is estimated at $100,000,000. 


Monorail Accident. 


The monorail line which has been under construction in the 
Borough of the Bronx, New York City, for several months 
past was last week so far completed that, on Saturday after- 
noon, the company started out to carry a carload of passengers 
from Bartow station (on the Harlem River branch of the New 
York, New Haven & Hartford) to City Island—which is the 
length of the road—but the car had reached a speed of only 
20 miles an hour before it was overturned at a curve, because, 
apparently, of a new and insecure roadbed or else of insufficient 
strength in the structure which steadies the cars at the top. 
The overhead structure did not entirely give way and the car 
was therefore prevented from falling completely over, but about 
20 of the 100 passengers were injured. One of the injured was 
H. H. Tunis, designer of the road, who was acting as motor- 
man. The proprietors of the road say that they will soon have 
it running in good order. 





International Assoc‘ation for the Prevention cf Smoke. 


At the recent convention at Minneapolis, Minn., R. S. Riley, 
president of the American Ship Windlass Co., Providence, R. [., 
read an instructive paper on “Taylor Stokers and Steam Boiler 
Efficiency,” in which he showed by numerous illustrations the 
principles of construction and operation in their relation to in- 
creased efficiency. 


American Street and Interurban Railway Association. 


Convention Bulletin, No. 2, just issued by the secretary-treas- 
urer, H. C. Donecker, gives information regarding hotel rates, 
locations, reservations, etc., for the convention, to be held at At- 
lantic City, 


N. J., October 10-14, 1910. 
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MEETINGS AND CONVENTIONS. 








The following list gives names of secretaries, dates of next or regular 
meetings, and places of meeting. 





Arr Brake AssociaTion.—F. M. Nellis. 53 State St., Beston, Mass. 

AMERICAN elec or DemuRRAGE Orricers.—A. G. Thomason, Scran- 
ton, Pa. 

AMERICAN ASSOCIATION OF GENERAL PASSENGER AND TICKET AGENTS.—C. M. 
Burt, Boston, Mass.; next meeting, St. Paul, Minn. 

American Assoc. oF Locat Freicut AceEnts’ Ass’n.—G. W. Dennison, 
Penna. Co., Toledo, Ohio. 

American Ass’n OF RAILROAD SUPERINTENDENTS.—O. G. Fetter, 

Bldg., Cincinnati, Ohio. 

AMERICAN Rattway AssociaTion.—W. F. Allen, 24 Park Place, New York. 

AMERICAN Bag to BripceE AND Buitvine Assocration.—C. A. Lichty, C..& 
N. , Chicago; Oct. 18; Fort Worth, Tex. 

AMERICAN tican ENGINEERING AND Marnt. oF Way Ass’n.—E. H. Fritch, 
Monadnock Bldg., Chicago. 

Ancmmacass Rartway InpustriaL Assocration.—G. L. Stewart, St. L. S. W. 

Ry., St. Louis. 

AMERICAN Rattway Master Mecuanics’ Association.—J. W. Taylor, Old 
Colony Building, Chicago. 
AMERICAN Rarttway Toot ForREMEN’s 

ington, Ill. 
AMERICAN Soctety FoR TestinG Matertars.—Prof. Edgar Marburg, Univ- 
of Pa., Philadelphia. 


Carew 


Association.—O. T. Harroun, Bloom- 


AMERICAN Soctety oF Civit ENGINEERS.—C. W. Hunt, 220 W. 57th St., 
N. Y.; 1st and 8d Wed., except July and August; New York. 
American Society oF MECHANICAL ENGINEERS. —Calvin W. Rice, 29 W. 


St., N. Y.; 2d Tues.; New York. 
AMERICAN STREET AND INTERURBAN Raritway Ass’n.—H. C. Donecker, 29 


W. 39th St., New York; Oct. 10-14; Atlantic City. 

AssociaTIon oF Am. Ry. Accountinc Orricers.—C. G. Phillips, 143 Dear- 
born St., Chicago. 

AsseciaTion or Rartway Cr1aim AGents.—E. H. Hemus, A., T. & S. F., To- 
peka, Kan. 


ASSOCIATION OF RaILway TELEGRAPH SUPERINTENDENTS.—P. W. Drew, 185 
dams St., Chicago; June 19, 1911; Boston. 
AssocIaTI0N OF TRANSPORTATION AND Car AccounTING Orricers.—G. P. 
Conard, 24 Park Place, New York. 


BuFFALO TRANSPORTATION CLuB.—J. N. Sells, Buffalo. 


Canapian Rattway Crus.—James Powell, Grand Trunk Ry., Montreal, 
Que.; 1st Tues. in month, except June, July and Aug.; Montreal. 
Canapian Society oF Civit Encineers.—Clement H. McLeod, Montreal, 


Que.; Thursdays; Montreal. 
Car ForEMAN’S AssoctATION or Curicaco.—Aaron Kline, 841 North 50th 
Conrt, Chicago; 2d Mondav in month: Chicago. 
CENTRAL Rattway Cius.—H. D. Vought, 95 Liberty St., New York; 2d Fri- 
day in January, March, May. Sept. and Nov.; Buffalo. 


ENGINEERS’ SociETy OF PENNSYLVANIA.—E. R. Dasher, Box 704, Harrisburg, 


a. 

ENGINEERS’ Society OF WESTERN PENNSYLVANIA.—E, K. Hiles, 803 Fulton 
Building, Pittsburgh; 1st and 3d Tuesday; Pittsburgh. 

Freisut Craim Association.—Warren P. Taylor, Rich., Fred. & Pot. R.R., 
ichmond, Va. 


ee SUPERINTENDENTS Ass’N oF CuiIcaco.—H. Judson, 209 Adams 
, Chicago; Wednesday preceding 3d Tooele: Chicago. 


INTERNATIONAL MASTER BorLterR Makers’ AssocraTion.—Harry D. Vought, 95 
Liberty St., New York. 

INTERNATIONAL RAtLWay Fuet Assocration.—D. B. Sebastian, La Salle St. 
Station, Chicago. 

INTERNATIONAL RAILWAY GENERAL ForeMEn’s Association.—L. H. Bryan, 
D. Ry., Two Harbors, Minn. 

INTERNATIONAL RatLway MASTER Biacxsmitus’ Ass’n.—A. L, Woodworth, 
ima, Ohio; Aug. 16-18; Detroit, Mich. 

INTERNATIONAL Rattway Concress.—Executive Committee, rue de Louvain, 
11 Brussels. 

Towa Rattway Cius.—W. B. Harrison, Union Station, Des Moines, Ia.: 2d 
Friday in month, except July and August; Des Moines. 


Master Car Buitpers’ AssociaTion.—J. W. Taylor, Old Colony Bldg., Chi- 
cago. 

New —— RarLroap Cius.—G. H. Frazier, 10 Oliver St., 
2d Tuesday in month. ex. June, July, Aug. and Sept.; Boston. 

New York Rarrtroap Cius.—H. D. Vought, 95 Liberty St., New York; 8d 
Friday in month, except June, July and August; New York. 

Nortu-West Rattway Cius.—T. Flanagan, Soo Line, Minn.; 1st Tues. 
after 2d. Mon., ex. June, July, August; St. Paul and Minn. 

NortTHERN Rarttway Crius.—C. L. Kennedy, C., M. & St. P., Duluth; 4th 
Saturday; Duluth, Minn. 

Omana Rattway Crius.—A. H. Christiansen, Barker Blk.; 2d Wed. 


Rartway Crus or Kansas City.—C. Manlove, 1008 Walnut St., 
City; 8d Friday in month; Kansas City. 

Raitway CLusB OF PITTSBURGH. aa i D. Conway, Pittsburgh, Pa., 4th Friday 
in month, except June, July and August; Pittsburgh. 

RatLtway Sicnat Association.—C. C. Rosenberg, 12 North Linden St., Beth- 
lehem, Pa.; annual, Oct. 11; Richmond, Va. 

RatLway S’KEEPERS’ Ass’n.—]. P. Murphy, Box C., Collinwood, O. 

RicuMonp RarLtroap CLius.—F. O. Robinson: 2d Monday; Richmond. 


Boston, Mass.; 


Kansas 


ROADMASTERS’ AND MAINTENANCE OF Way Ass’n.—Walter E. Emery, P. & P. 
U. Ry., Peoria, Ill.; annual, Sept. 18-16; Chicago. 
Sr. Louis Rartway Cius.—B. W. Frauenthal, Union Pye] ot. Louis, 


Mo.; 2d Friday in month, except June, Jul y and Aug.; St. Louis. 
Society or RAILWAY FINANCIAL OFFICERS.—C. Nyquist, La Salle St. Station, 
Chicago; Oct. 25 and 26; Hotel Chamberlin, Old Point Comfort, Va. 
owen j{Asgoctation or Car Service Orricers.—E. W. Sandwich, "A. & 
R. Ry., Montgomery, Ala.; annual, Oct. 20; Atlanta. 
isewuaee & SouTHWESTERN R.R. Crus. i. if Merrill, Prudential Bldg., 
Atlanta; 8d Thurs., Jan., Mar., July, Sept. and Nov.; ; Atlanta. 
TrarFic CLus oF New Yorx.—C. A. Swope, 290 Broadway, New York; last 
Tuesday in month, except June, July and August; New York. 
Trains DESPATCHERS’ Ass’ N OF AmeERICcA.—J. F. Mackie, 7042 Stewart Ave., 
Chicago. 
TRANSPORTATION CLUB OF ToLepo.—L. G. 
Toledo. 

TRAVELING ENGINEERS’ Assoc1aTIon.—W. O. Thom son, a. 7. €. & ee R., 
East Buffalo; annual meeting; Aug. 16-19; Niagara Falls, Ont. 
Western Canapa.Rartway Cius.—W. H. Rosevear, P. O. Box 1707, Win- 
nipeg; 2d Monday, except June, July and August; Winnipeg. 
WESTERN SOCIETY OF EXGINEERS.—]. Warder, Monadnock Bldg., Chicago; 

Wednesdays, except July and August; Chicago. 


Macomber, Woolsen Spice Co., 
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Craffic News. 


Traveling lecturers who will instruct farmers how to raise 
hogs are now going over the lines of the St. Louis Southwestern 
in Texas. 

The Legislature of Texas has just convened in a special ses- 
sion and the governor of the state proposes to lay before it a 
proposal to reduce passenger fares generally from three cents 
a mile to two cents. 

The Attorney-General of Indiana has filed with the Inter- 
state Commerce Commission a petition to be allowed to inter- 
vene in the suit oi the State of Oklahoma to compel a reduction 
in the rates for upper berths in sleeping cars. The Indiana 
petition presents a long list of routes on which the sum of $1 
for upper berths is declared to be a reasonable rate. 


Shippers in the North River territory are preparing to present 
claims aggregating $500,000 for over-charges on shipments made 
during the past two months on the tariffs which have lately been 
declared by the Interstate Commerce Commission to be excess- 
ive. The rates referred to are those which were adjudicated in 
the Burnham-Hanna-Munger act in which the decision of the 
commission was sustained by the supreme court. 


The National Industrial Traffic League met in Chicago on 
July 12, and, on the suggestion of H. C. Barlow, traffic director 
of the Chicago Association of Commerce, decided to make an 
investigation of the effect on freight rates of the ownership 
by railways of water transportation lines on the Great Lakes 
and elsewhere. Mr. Barlow expressed the belief that the 
ownership of the boat lines by the railways is eliminating water 
competition and that to this is due the fact that the margins 
between the all-rail and the lake-and-rail rates between Chicago 
and the East are being reduced. 


Representatives of commuters residing on the line of the West 
Shore Railroad in New Jersey have complained to the Inter- 
state Commerce Commission that the principal defense made 
by the New Jersey railways, when questioned last week at Wash- 
ington as to the increases which have been made in commuta- 
tion rates, does not apply on the West Shore. This defense 
was that very large sums of money have been expended in im- 
proving the railways in order to enable them to accommodate 
the suburban traffic. On the West Shore very few improve- 
ments have been made. Moreover, the suburban territory on 
the West Shore is “peculiarly dedicated to the homes of people 
oi fixed and small incomes.” , 


The New York, New Haven & Hartford announces that after 
July 23 passengers riding on mileage tickets to or from New 
York will be required to surrender two extra coupons, this addi- 
tion of four cents being made to provide for a terminal charge. 
This terminal charge, presumably added because of the increased 
expense of maintaining and operating the Grand Central termi- 
nal, appears to have been the reason for an increase of five cents 
in single trip tickets which was made a few weeks since. The 
changes in the column of distances in the time-tables which were 
made about that time and which were quickly corrected, appear 
to have been due to this same cause, or, rather, due to the blunder 
of someone in assuming that constructive miles, introduced for 
the purpose of computing rates, were the same as actual miles. 

The Interstate Commerce Commission has issued the follow- 
ing as a result of conferences with traffic managers of all roads 
east of Chicago and north of the Potomac: “It being under- 
stood that the commission would exercise its authority under 
the new law and suspend all general and important rate advances 
made for the purpose of increasing revenue, the principal car- 
riers in official classifications territory through a committee ap- 
pointed for that purpose proposed to-day to voluntarily post- 
pone the effective date of such advanced rates until November 
1, and arrangement to that effect was made after a conference 
with the commission. This will not delay investigation and deci- 
sion as to the reasonableness of the proposed advances, but will 
obviate the necessity at this time for numerous suspension 
orders which otherwise would be made.” 

This week’s bulletin of rate changes issued by the New York 
State Public Service Commission, Second district, shows an 
unusually large number of advances in freight rates to take ef- 
fect August 10th to 15th. An advance in carload rates of 
one cent per .00 lbs. is generally made on grain and grain 
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products between points in New York by the roads in the New 
York Central and Erie systems, also by the Lehigh Valley, the 
Lackawanna, the Buffalo, Rochester & Pittsburgh, and many 
others. Rates on numerous low-grade commodities are advanced 
in amounts ranging from a quarter of a cent to two cents 
per 100 lbs. The taking effect of some-of these rates, as well 
as rates published to take effect August first, may be suspended 
[by the roads] on account of the relation which they bear to 
rates applying to interstate commerce and published to take ef- 
fect at the same time, which rates have been indefinitely sus- 
pended by the Interstate Commerce Commission pending inves- 
tigation. The Public Service Commission is not empowered, as 
is the Interstate Commission, to suspend rate advances. 


A conference was held in Chicago last week by representa- 
tives of the Interstate Commerce Commission and officers of 
the transcontinental railways to consider what method shall be 
used in checking the accounts of these roads so as to deter- 
mine what will be the effect on their revenues of the reductions 
in rates which the commission outlined in its recent opinions 
in the transcontinental freight rate cases. The commission was 
represented by John H. Marble, one of its attorneys; J. M. 
Jones, chief of the bureau of tariffs, and Charles A. Lutz, chief 
examiner of accounts. The commission in its opinion suggested 
that the estimate of how much the railways’ earnings should 
be reduced should be based on a comparison of their actual 
earnings from traffic in the months of July, August and Sep- 
tember, with what their earnings would have been under the 
rates which it suggested. Representatives of the railways 
pointed out that this method would be unsatisfactory because, 
as shippers expect reductions in rates to be made October 1, 
they naturally will ship as little freight as possible until the 
lower rates go into effect. It was suggested that it would be 
better to compute the probable reduction in earnings on the 
basis of freight already carried in past months. It was finally 
decided to leave to the commission the selection of the months 
whose business shall be used as the basis of computation. 


The Shippers and Receivers’ Association of Cincinnati has 
applied to the federal court for a mandatory injunction to com- 
pel the Interstate Commerce Commission to annul its recent 
order in the case of rates from Cincinnati south, reopen the 
hearing and give another decision. The rates to which objec- 
tion is made were to take effect July 15. One of the questions 
which plaintiffs desire to settle is that of the right of the com- 
mission to consider the earnings of a group of roads when de- 
ciding whether or not the rates on a single road in the group 
are excessive. Rates from the Middle West to the Southeast 
as compared with the rates from the seaboard to the same terri- 
tory have been a bone of contention for 25 years, Chicago and 
St. Louis shippers claiming to lose great volumes of business 
annually on account of the discrimination. The bulk of the 
business between Cincinnati and Chattanooga is done by the 
Cincinnati, New Orleans & Texas Pacific, which, it was shown, 
earns $26,000 per mile of road. This fact was cited by the 
shippers to show that the rates could be reduced materially 
without endangering a fair return to the road. The commis- 
sion, in its decision, admitted that the road in question would 
not suffer from the reduction in rates asked for by the com- 
plainants, but it insisted that if such reduction were to be made 
it would be unfair to the other roads which were not enjoying 
such large earnings and which were roundabout routes between 
the same points. It is insisted by the shippers that the commis- 
sion did not have the power to take this into consideration. 


H. P. Hood & Sons, of Boston, who, with other firms, have 
protested to the Interstate Commerce Commission against a 
large increase in the rates on milk from northern New England 
to Boston, over the Boston & Maine, present a statement to the 
effect that they have enjoyed the same rates -constantly since 
1856. These are based on a price of $100 a car a mile a year. 
Jn the beginning, the firm supplied the cars itself in order to 
develop the business, spending about $15,000 for each carload 
developed; and it continues to furnish the cars. On the Boston 
& Maine the firm now has 21 car lines. Besides furnishing the 
cars, the Messrs. Hood have built the terminal depots, icing 
houses and creameries. The other roads have adopted a system 
tike that of the Boston & Maine, and it is claimed that the 
farmers receive for their milk higher prices than are paid else- 
where in the country, except at a few points in California and 
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in the southern states; while at the same time the retail price authority to take leases of certain lines in New Hampshire 
of milk has been lower in Boston than in other large cities. agreed that rates on the leased lines should not be raised above 
It is declared that the system has been profitable to the rail- those in existence on August 1, 1883. 

way companies. The proposed new rates average about 50 per sae 


cent. higher than the old. The Hood company declares that Car Surpluses and Shortages. 
in the year ending Feb. 1, 1910, the average profit on milk sold 
at retail was 2.5 mills per quart, and the total profit of the Arthur Hale, chairman of the committee on relations between 


company was less than 1.1 per cent. of the aggregate value of railways of the American Railway Association, in presenting 








Caz SURPLUSES AND SHORTAGES. 

















— -Surpluses ~ Shortages ‘ 
Coal, Coal, 

Date. No. of gondola Other gondola Other 
roads, Box. Flat. and hopper. kinds. Total. Box. Flat. and hopper. kinds. Total. 
Group *1.—July 6, 1910.................. 8 126 7 917 93 1,148 58 154 0 8 212 
4 = 7 Se |) eer 23 11,891 140 15,205 13,466 40,702 7 1 3 14 
en pm 3 A Re, Os 65654545404 ab ees 24 20,911 598 8,519 3,304 33,332 0 115 0 193 308 
. Le MEO isksseeesennsiees 10 2,956 3 415 1,877 5,251 27 160 0 187 
” Bd AR Oye |) RG Se ae 20 2,977 216 1,670 1,265 6,128 0 25 6 $1 
~ wee a ee 20 7,294 676 2,273 6,029 16,272 16 2 a 100 119 
= a Se) Pre ee ee 3 1,079 128 106 627 1,940 0 0 0 0 
- Se ee re 12 7,338 843 4,659 3,127 15,467 0 1 8 2 11 
“ J a res 12 1,880 347 186 931 3,344 0 0 2 0 2 
10.—July SRG se chacckcseuceeman 18 5,647 1,088 2,810 6,433 15,928 10 0 0 0 10 
- ee ae) aa 6 2,979 345 15 978 3,417 0 55 0 10 65 
NEE. Kn pee sbabkwkeb seduces s 156 65,078 3,841 36,775 38,130 143,824 118 513 20 308 959 





*Group 1 is composed. of New England lines; Group 2—New York, New Jersey, Delaware, Maryland, and Eastern Pennsylvania lines; Group 8—Ohio, 
Indiana, Michigan, and Western Pennsylvania lines; Group 4—West Virginia, Virginia, and North and South Carolina lines; Group 5—Kentucky, Tennes- 
see, Mississippi, Alabama, Georgia and Florida lines; Group 6—Iowa, Illinois, Wisconsin, Minnesota, and North and South Dakota lines; Group 7—Mon- 
tana, Wyoming and Nebraska lines; Group 8—Kansas, Colorado, Missouri, Arkansas and Oklahoma lines; Group 9—Texas, Louisiana and New Mexico 
lines; Group 10—Oregon, Idaho, California and Arizona lines; Group 11—Canadian lines. 








the milk (two iigures which to be consistent need to be ex- _ statistical bulletin No. 75, giving a summary of car shortages 
plained). In the computation here presented, the cost of trans- and surpluses by groups from February 17, 1909, to July 6, 
portation averages 4 cents on each can of 8% quarts. The 1910, says: 

petition further states that the Boston & Maine, in securing “There was a reaction in the car situation since the last bul- 


Shortage. 1907 Surplus 1908 Surplus. 


Yan. 2 
Feb. 6 


100,000 200900 109000 200900 30000 


Gi) 4// Cars. Mm 80x Cars 


Short.| 1909 Surplus. Shortage Surplus. 


Jan. 
2 


Feb. 
Mar. 
Apr. 
May 


Yun. 


Jul. 
Avg. 
Sep. 


Oct. 
Nov. 


Dec. 


Stystys =. ~~ SG@™ ~~, 
ORONO ~SNWOSNS ASIOYOOD 


100000 200000 300200 $0,000 


? 


Gl) A// Cars. GM Box Cars. 









Car Surpluses and Shortages in 1907, 1908, 1909 and 1910. 





PIES 








na wake Aided tac ates eas 












i 
| 


Jury 22, 1910. 


fetin, and the surplus shows an increase of 18,180 cars, bring- 
ing the total to 148,824, the largest figure since August, 1909. 
Of this increase, 5,467 are box cars, 8,013 coal and gondola and 
4,096 miscellaneous. In box cars the increase is quite well dis- 
tributed between groups 3 (Central), 4 (North Atlantic), 10 
(Pacific) and 11 (Canadian). The increase in coal is almost 
entirely on the soft coal roads lying in group 2 (Eastern). 

“The slight shortages that have been reported for several 
periods are reduced to a total of 959, which are so scattered as 
to be of no importance.” 

The table gives surpluses and shortages by groups for the 
latest period covered by the report, and the charts show total 
surpluses and shortages in i907, 1908, 1909 and 1910. 





Drummers’ Deceitful Devices. 


Gov. Judson Harmon's veto of the “baggage bill,” which was 
recently passed by the Ohio legislature, a measure designed to 
allow the transportation of freight as personal baggage on pas- 
senger trains, has called attention to the attempts to enact 
similar bills in other legislatures and in Congress. The fact 
that such laws would greatly delay passenger trains through 
forcing them to do freight train business is chiefly responsible 
for the opposition. The support for the measure comes from 
commercial travelers, who would have the privilege of shipping 
unlimited quantities of goods, to be delivered on sale, at ex- 
press speed at extremely low rates. In addition to the “bag- 
gage bills’ presented in state legislatures no less than four 
were introduced in Congress at the last session. They are 
now hibernating until efforts for their passage can be renewed 
when Congress meets again. There are many ingenious schemes 
resorted to to ship merchandise free as baggage. It is no rare 
thing, for instance, to hear someone asking in a crowded 
waiting room if there is anyone going to a given point with- 
out baggage. When such a person is found the inquirer seeks 
to borrow his ticket to check 150 lbs. of freight.—Pittsburgh 
Times. 





St. Louis Rai:way Club. 


The St. Louis Railway Club will hold its annual outing and 
basket picnic at Union, Mo., on Saturday, July 23. The Rock 
Island has tendered a complimentary train for the use of the 
members and their families. The entertainment features are to 
include music, dancing, games, bathing and fishing, and the citi- 
zens of Union have invited the members to participate in the 
grand barbecue and band festival which is to be held on that 
day. 





INTERSTATE COMMERCE COMMISSION. 





Coal Rate Reduced. 


League of Southern Idaho Commercial Clubs v. Oregon Short 
Line et al. Opinion by Commissioner Cockrell. 

Carload rates on coal from Rock Springs, Wyo., etc., to cer- 
tain Idaho points found unreasonable and lower rates prescribed. 
(18 1. C. C., 562.) 





Rates on Petroleum Reduced. 


National Pelroieum Association et al. v. Missouri Pacific et 
al. National Refining Co. v. Missouri Pacific. Opinion by 
Commissioner Lane. 

The rates on petroleum and its products from Coffeyville, 
Kkan., to Memphis, Tenn., found unreasonable and lower rates 
prescribed. (18 1. C. C., 593.) 





Rates on Phosphate Rock. 


Bash Fertilizer Co, v. Wabash et al. 
sioner Cockrell. 

The complainant, manufacturing commercial fertilizers at 
Prairie Switch, Ind., asks lower rates on acid phosphate from 
saltimore, Md., Buffalo, N. Y., Washington Court House, Ohio, 
and the Tennessee fields, it is held that lower rates should be 
established from Buffalo and Washington Court House. 

Complainant asks for the same rates on phosphate rock and 
acid phosphate, for transit privileges, and for reparation, but 
it is held that acid phosphate is of higher grade than the crude 
rock, and while the carriers may rate them together the commis- 


Opinion by Commis- 
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sion is not prepared to order such rating and complainant is not 
entitled either to transit privileges or to reparation. (18 I. C. 
C., 522.) 


Substitution of Tonnage at Transit Points. 


fHenderson & Barkdull v. St. Louis, Iron Mouniain & South- 
crn. Opinion by Commissioner Cockrell. 

Complainants’ shipments of cotton, uncompressed, were de- 
stroyed by fire after arrival at the compress; and petition seeks 
either reparation of the amount paid on the inbound expense 
bills or an order requiring defendant to honor said expense 
bills for a reasonable time on new cotton for outbound mcve- 
ment. Complaint dismissed. (18 1. C. C., 514.) 





Rates on Iron and Steel. 


Highland Iron & Steel Co. v. Vandalia Railroad et al. 
ion by Commissioner Lane. 

Rates on various classes of iron and steel from Terre Haute, 
Ind., to Louisville, Ky., Cincinnati, Ohio, and Dayton not found 
unreasonable. (18 I. C. C., 601.) 

National Roiling Mill Co. v. Baltimore & Ohio Southwestern. 
Opinion by the commission. 

Rates on bar iron from Vincennes, Ind., to Louisville, Kv.. 
not unreasonable. (18 I. C. C., 604.) 


O pin- 





Delay Due to Steamship Connection. 


George Borgfeldt & Company v. 
et al. Opinion by Chairman Knapp. 

Shipments forwarded from Hamburg on through bills of 
lading prepaid to California terminals. The ship in which the 
consignments were loaded sailed from Hamburg July 4, 1908. 
When the goods arrived in New Orleans the through rate had 
been canceled, leaving in effect a rate from New Orleans to 
San Francisco higher than the proportion of the through rate 
formerly assessed by the deferidants. Defendants collected from 
complainant the additional charges, although the delay in the 
ocean transportation was due to a breakdown of the machinery 
of their own ocean connection. It is held that under rule No. 
111 of conference rulings bulletin No. 4 the complaint must be 
dismissed. (18 I. C. C., 552.) 


Southern Pacific Company 


Reparation Denied. 

Wilburine Oil Works, Limited, 7@. 
al. Opinion by Chairman Knapp. 

Reparation for misrouting where shipper gives instructions to 

forward the goods via the route taken denied. (18 I. C. C.,, 548.) 

Opinion 


Pennsylvania Railroad ct 


Pankey & Hoimes v. Central New England et al. 
by Commissioner Clements. 

Rates on apples from Mount Ross, N. Y., to Birmingham, 
Ala., via the Seaboard Despatch, are not found unreasonable. 
(18 I. C. C., 578.) 

Quammen & Austad Lumber Co. v. 
ct al. Opinion by Commissioner Lane. 

Again the commission holds that the mere fact that a lower 
rate is now charged does not warrant finding the former higher 
rate unreasonable. (18 I. C. C, 599.) 


Chicago Great Western 





Rates from Concentrating Points. 


St. Paul Board of Trade et al. v. Minneapolis, St. Pauli & 
Sault Ste. Marie. Opinion by Commissioner Harlan. 

The defendant maintains two proportional rates out of Minne- 
sota concentrating markets to Manistique, Mich., on butter and 
eggs destined to eastern points, one of 20 cents and one of 40 
cents per 100 lIbs., the former being limited in its application 
to butter and eggs that have reached the conceritrating points 
over defendant's line and the 40-cent rate being an open rate 
applicable on butter and eggs reaching those markets over other 
lines. The defendant may make a distinction in its rates be- 
tween shipments originating at the concentrating point so far 
as its line is concerned and traffic on which it has had a haul ° 
into the concentrating points; but it may do this only under 
proper tariff provisions connecting the inbound with the out- 
bound movements, and then only when the inbound movement 
to the concentrating point proceeds under rates on file with this 
commission. (19 I. C. C., 285.) 
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Juty 22, 1910. 


Quesiion of to Whom Reparation Is Due. 


Sunnyside Coal Mining Co. et al. v. Denver & Rio Grande 
et al. Opinion by Commissioner Clements. 

Reparation is due to the person who has been required to pay 
the excessive charge as the price of transportation, and who is 
the true owner of the property transported during the period 
of transportation. In this case it is admitted that none of the 
complainants paid the freight charges on which they seek repara- 
tion. The claim for reparation is therefore denied. (19 I. C. 


C., 20.) 





Yellow Pine Lumber Case. 


Louisiana Central Lumber Co. et al. v. Chicago, Burlington 
& Quincy et al. 

The commission decides that the rates on yellow pine lumber 
and products from pcints in Louisiana, Texas, Arkansas and 
Missouri to points reached by the Chicago, Burlington & Quincy 
and the Union Pacific in western Nebraska are unreasonable. 
Reparation will be awarded on all shipments to points reached 
by the lines of the defendants in Kansas, Colorado and Wyo- 
ming during the period while the higher rates were in effect. 
Reparation will also be awarded on all shipments to western 
Nebraska points the rates which are herein found to have been 
unreasonable. 





Wheat and Flour Rates from Detroit. 


David Stott v. Michigan Central et al. Opinion by Commis- 
sioner Prouty. 

Complainant, a miller at Detroit, Mich., brings in wheat by 
water from Duluth, grinds it at Detroit, and ships the product 
by all rail to various eastern destinations. In the complaint he 
asks defendants to apply from Detroit to these eastern destina- 
tions a rate on wheat which has come to Detroit by water which 
is less than the rate which they apply on the flour which the com- 
plainant has ground from similar wheat, and also that defend- 
ants grant to millers located on their lines in case of this wheat 
the milling-in-transit privilége. 

There is very great force in the contention of the complain- 
ant, and anless that contention is sustained it is evident that 
mills located at the end of the water and the beginning of rail 
transportation cannot grind in competition with those upon either 
side. In Hecker, Jones, Jewell Milling Co. v. B. & O. R. R. 
Co., 14 1. C. C., 356, the commission held that if carriers leading 
to the seaboard granted a milling-in-transit rate to flour for ex- 
port they should accord the same rate upon wheat brought to 
the port of export and there ground for export. This order 
was sustained by the circuit court of the United States upon 
proceedings brought by the carriers to enjoin its enforcement. 

We have here the reverse of that proposition. The Hecker- 
Jones mill was situated at the end of the rail haul and at the 
beginning of the water haul. The mill of the complainant is 
located at the end of the water and the beginning of the rail 
haul, but in each case the discrimination is the same, and the 
reason which calls for the allowance of a milling-in-transit rate 
in that case applies with equal force to the one before us. 

While, however, the two cases cannot be distinguished in prin- 
ciple, there are very important practical differences. In the 
Hecker-Jones case it was possible to keep the wheat for export 
entirely separate from that ground for domestic use. At the 
present time uncer that order the Hecker-Jones Company in 
fact keeps the grain for export milling and the product of that 
grain entirely distinct from that which is used for home con- 
sumption. In the present case the wheat which the complain- 
ant brings in by water is mingled with that which he brings in 
by rail, the two being ground together and therefore inextricably 
blended in the barel of flour. The method of the complainant’s 
business is such that it is impossible to distinguish the flour pro- 
duced from water-borne wheat and that produced from rail 
wheat, and it is therefore impossible to deal with this case in 
the same manner in which we did the Hecker-Jones case. Com- 
plaint dismissed. (18 I. C. C., 582.) 





Reparation Awarded. 


Texas Grain & Elevator Co. v. Chicago, Rock Island & 
Pacific et al. Opinion by Chairman Knapp. 

Rate on corn in the shuck found unreasonable. (18 I. C. C., 
580.) 
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Wiliam Cameron & Co., Inc., v. Texas & Pacific et al. Opin- 
ton by Commissioner Prouty. 

Carload of lumber was misrouted by the Texas & Pacific, the 
oviginal carrier. (18 I. C. C., 560.) 

Winters Metailic Paint Co. v. Chicago, Milwaukee & St. Paul 
ei al. Opinion by Commissioner Lane. 

Rates on ground iron ore from Iron Ridge Junction, Wis., to 
Spokane, Wash., and Denver, Colo., are found unreasonable. 
(18 I. C. C., 896.) 

John J. Sherry v. Southern Pacific et al. 
man Knapp. 

Overcharge on a carload of lumber shipped from Oregon City, 
Ore., to Cripple Creek, Colo., due to unreasonable joint rate. 
(18 I. C. C, 554.) 

Lebanon Paper Co. v. Elgin, Joliet & Eastern et al. 
by Commissiener Lane. 

Unreasonable charges were collected because of misrouting 
of a carioad shipment from Chicago Heights, Ill., to Lebanon, 
Ore. (18 I. C. C, 591.) 

Sunderland Brothers Co. v. St. Louis & San Francisco et al. 
Opinion by Chairman Knapp. . 

Minimum weight assessed on complainant’s shipments of lime 
from Ash Grove, Mo., to Pine Bluffs, Wyo., and Laramie found 
excessive, and lower minimum weight prescribed for the future. 
(18 I. C. C., 545.) 

Wilson Produce Co. v. 
Commissioner Prouty. 

One carload oi watermelons from Lowell, Fla., was consigned 
to Pittsburgh, Pa., and diverted en route at Altoona. The di- 
version should have been made without additional charge. (19 
. & &..bo 

Stacy Mercantile Co. v. Minneapolis, St. Paul & Sault Ste. 
Marie et al. Opinion by Chairman Knapp. 

There was discrimination in rates against complainant’s ship- 
ment of apples from points in Washington to points in North 
Dakota, as at the time of shipment a lower rate was in eftect 
from other points similarly situated in Washington. (181. C. C., 
550.) 

Henderson Elevator Co. v. 
by Chairman Knapp. 

The defendant's failure to establish a proportional rate from 
Infield, Ill., to Henderson, Ky., upon grain originating at pcints 
beyond Enfield and reshipped from Henderson to southeastern 
destinations, while maintaining such proportional rates, less than 
its local rates, from all junction points on its St. Louis division 
other than Enfield, unduly discriminated against traffic which 
moved via Enfield. (18 I. C. C., 538.) 


Opinion by Chair- 


Opinion 


Pennsyivania Railroad. Opinion by 


Louisville & Nashville. Opinion 





STATE COMMISSIONS. 





The Railroad Commission of Louisiana has under considera- 
tion a rule requiring all railways to carry passengers on freight 
trains, and a hearing will be held July 26. 

The State Railroad Commission of Louisiana proposes to re- 
quire the railways of the state to keep at all stations, where 
there is an agent, a full assortment of through tickets to all 
points, and a hearing will be held July 26. 


The Railroad Commission of Indiana has requested the roads 
in the State to suspend, until November 1, the extensive in- 
creases in freight rates which they have lately announced. The 
commission proposes to investigate the new rates, and for this 
purpose has revived a general inquiry which was begun in 1907. 


The commissioners of Minnesota, Iowa, North Dakota and 
Seuth Dakota, at a conference held in St. Paul last week de- 
cided to call the principal railway traffic officers together for a 
general conference on July 26 with the hope’ of heading off the 
general increase in grain rates which has been annouriced by 
the railways to go into effect August 15. 


The Michigan Railway_Commission has issued an order re- 
quiring all the railways in that state, whether charging a pas- 
senger fare of 2 or 3 cents per mile, to fix the following maxi- 
mum rates for excess baggage: From one to 10 miles, per 100 
Ibs., 8 cents; 391 to 400 miles, $1.30 per 100 lbs., and other dis- 
tances in proportion. No charge for excess baggage shal! be 
less than 25 cents. 











Railway Officers, 





ELECTIONS AND APPOINTMENTS. 





Executive, Financial and Legal Officers. 


A. B. Kearsey, trainmaster of the Atlanta & St. Andrews 
3ay, has been appointed auditor, with office at Dothan, Ala., 
succeeding L. D. P’Pool. . 


H. Bb. Chamberlain, formerly vice-president in charge of traf- 
fic of the Erie Railroad, has been elected vice-president, in 
charge of traffic, of the Tennessee Central, with office at Nash- 
ville, Tenn. 


J. E. Franklin has been elected president of the Crystal City 
& Uvalde, and A. R. Ponder, formerly president and general 
manager, is now vice-president and general manager, both with 
offices at Crystal City, Tex. 


Operating Officers. 


A. D. Shelton, trainmaster of the Southern Railway at Greens- 
boro, N. C., has been appointed superintendent of the Danville 
division, with office at Greensboro, succeeding H. L. Hunger- 
ford, transferred. 


J. H. Galivan has been appointed trainmaster of the Saratoga 
division of the Delaware & Hudson, with office at Albany, N. 
Y., succeeding W. W. Conaughty, appointed engine despatcher, 
with office at Green Island. 


W. H. Henderson, assistant trainmaster of the Pennsylvania 
Lines West of Pittsburgh, at Toledo, Ohio, has been appointed 
trainmaster, with office at Toledo, succeeding L. F. Corcoran, re- 
signed. C. W. Blount, chief clerk to the trainmaster, succeeds 
Mr. Henderson. 


P. G. Flaherty, acting master of transportation of the Grand 
Trunk at Montreal, Que., has been appointed trainmaster of the 
Vhird district, with office at Richmond, and Ernest Walton has 
been appointed master of transportation, Eastern division, with 
office at Montreal. 


Sullivan S. Morris, superintendent of the Colorado & South- 
ern at Denver, Colo., has been appointed general superintendent 
of the Yazoo & Mississippi Valley, with office at Memphis, Tenn., 
succeeding William S. King, resigned. H. E. Renick, assistant 
superintendent of the Colorado & Southern at Denver, Colo., 
succeeds Mr. Morris, with office at Denver. J. S. Evans, chief 
train despatcher, succeeds Mr. Renick. 


Traffic Officers. 


J. W. Hendley has been appointed a general agent of the 
Chicago & North Western, with office at Peoria, IIl. 


E. H. Bell, commercial agent of the New York Central Lines, 
at Philadelphia, Pa., has resigned, effective August 1. 


E. J. Buckingham has been appointed general passenger agent 
of the Crystal City & Uvalde, with office at Crystal City, Tex. 


C. P. Ensign has been appointed general agent of the Denver 
& Rio Grande, with office at Los Angeles, Cal., succeeding G. F. 
Herr, promoted. 


Frank M. Adams has been appointed general claim agent of 
the Puget Sound division of the Chicago, Milwaukee & St. Paul. 
with office at Seattle. Wash. 


John P. Rogerman, traveling passenger agent of the Balti- 
more & Ohio Southwestern at Dallas, Tex., has been appointed 
western passenger agent, with office at Kansas City, Mo. 


A. W. McElree has been appointed a general agent of the 
Gulf, Colorado & Santa Fe, with office at Dallas, Tex., suc- 
ceeding C. L. McManus, resigned to accept service elsewhere. 


J. H. Drake, assistant general freight agent of the National 
Railways of Mexico, has been appointed general freight agent, 
with office at the City of Mexico, Mex., succeeding C. W. Fish, 
promoted. 


RAILWAY AGE GAZETTE. 


Vor. +9, No. 4. 


W. L. McWhirter, soliciting freight agent of the Gulf, Colo- — 


tado & Santa Fe at Galveston, Tex., has been appointed com- 
mercial agent, with office at Galveston, succeeding W. J. Nolan, 
transferred. 


W. R. Miller, traveling freight agent of the Chicago, Cincin- 
nati & Louisville at Cincinnati, Ohio, has been transferred to 
Charleston, W. Va., where he will represent the Chesapeake & 
Ohio, the Chesapeake & Ohio of Indiana and the Hocking 
Valley. 


W. J. Shotwell, assistant to the vice-president of the Western 
Pacific at San Francisco, Cal., has been appointed assistant gen- 
eral freight agent, with office at San Francisco. B. F. Nevins 
has been appointed generai live stock agent and W. H. Daven- 
port general agent, both with office at San Francisco. 


Edward Mahoney, traveling passenger agent of the Chicago, 
Milwaukee & St. Paul at Omaha, Neb., has been appointed dis- 
trict passenger agent, with office at Denver, Colo., succeeding 
S. C. Rhodes, resigned. H. H. Hunkins, traveling passenger 
agent at Denver, has been transferred to Salt Lake City, Utah. 


C. L. McManus, joint freight agent of the Chicago, Rock 
Island & Gulf and the Gulf, Colorado & Santa Fe at Dallas, 
Tex., has been appointed general agent of the St. Louis, Browns- 
ville & Mexico and the Brownsville & Matamoros Bridge Com- 
pany, and general agent in charge of operation of the Rio Grande 
Railroad, with office at Brownsville, Tex. 


Nat H. Hall, soliciting freight agent of the Trinity & Brazos 
Valley at Galveston, Tex., will succeed to the duties of H. P. 
Bonner, commercial agent, whose resignation has been an- 
nounced in these columns, under the title of soliciting freight 
agent. B. H. Stephens, general agent at Corsicana, Tex., whose 
appointment as general agent at Dallas, succeeding E. E. Pea- 
cock, has been announced, will continue to have charge of the 
Corsicana territory. 


W. A. Beckler, whose appointment as general passenger agent 
of the Queen & Crescent, with office at Cincinnati, Ohio, has 
been announced in these columns, began railway work with the 
Columbus, Hocking Valley & Toledo as a ticket seller at Middle- 
port, Ohio. He was afterward made ticket agent and for four 
years from June, 1889, he was a traveling passenger agent for 
the Chicago, St. Paul & Kansas City, with headquarters at 
Chicago. He then went with the Great Northern as passenger 
and ticket agent at Spokane, Wash. From March, 1894, to 
August, 1908, he was northern passenger agent of the Queen & 
Crescent Route at Chicago, when he was made assistant gen- 
eral passenger agent of the Cincinnati, New Orleans & Texas. 
Pacific and the Alabama Great Southern at Cincinnati, from 
which position he has recently been promoted. 


Charles W. Fish, who has been appointed traffic manager of 
the National Railways of Mexico, with office at City of Mexico, 
Mex., was born August 25, 1863, near Natchez, Miss. Mr. 
Fish was educated in the public schools of Girard, lll, and 
hegan railway work in 1882 as a telegraph operator on the 
Missouri Pacific. Ele was later a clerk and traveling account- 
ant for this company. From January, 1888, to September, 1894, 
he was traveling accountant and local freight agent of the In- 
ternational & Great Northern, and since September, 1894, he 
has been in the service of various companies, all of which are 
now a part of the National Railways of Mexico. From Sep- 
tember, 1894, to March, 1901, he was general freight and pas- 
senger agent, also auditor, of the Texas Mexican Railway, and 
commercial agent of the National Railroad of Mexico at 
Laredo, Tex. For a short time in 1901 he was assistant auditor 
and then for three years was auditor of the National Railroad 
of Mexico. In May, 1904, he was appointed general freight 
agent of the same road, the Mexican International and the 
Interoceanic Railway of Mexico, remaining in that position until 
March 1, 1909, when he was made general freight agent of the 
National Railways of Mexico and the Interoceanic Railway of 
Mexico, which position he held at the time of his recent appoint- 
ment. 


Engineering and Rolling Stock Officers. 


Charles F. Roberts has been appointed assistant locomotive 
superintendent of the United Railways of Havana, with office at 
Havana, Cuba. 
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W. V. O’Neil! has been appointed master mechanic of the 
Crystal City & Uvalde, with office at Crystal City, Tex., suc- 
ceeding J. S. Hardwick. 


D. P. Kellogg, master mechanic of the Southern Pacific at 
los Angeles, Cal., has been appointed shop superintendent of 
the Los Angeles general shops. 


T. Martin, assistant division engineer of the Canadian Pacific, 
at Calgary, Alberta, has been appointed a division engineer of 
the new Saskatchewan division, with office at Moose Jaw, Sask. 
H. B. Sims, resident engineer at Moose Jaw, has been appointed 
an assistant division engineer. 





OBITUARY. 





Lester O. Goddard, for 27 years connected with the law de- 
partment of the Chicago, Burlington & Quincy, at Chicago, died 
at Riverside, a suburb of Chicago, on July 18. 


I. G. Rawn, president of the Chicago, Indianapolis & Louis- 
ville, was shot and killed by a burglar at his summer home at 
Winnetka, Ill, on July 20. Mr. Rawn was born August 20, 
1855, at Delaware, Ohio. 
He received a common 
school education, and 
began railway work in 
1870 as a telegraph 
operator on the Cleve- 
land, Columbus, Cincin- 
nati & Indianapolis, now 
a part of the Cleveland, 
Cincinnati, Chicago & 
St. Louis. He was later 
a train despatcher and 
then trainmaster on the 
same road. From Octo- 
ber, 1887, to January, 
1889, he was master of 
transportation on the 
Kentucky Central, now a 
part of the Louisville & 
Nashville, and from 
January, 1889, until the 
following January he 
was division  superin- 
tendent and superin- 


I. G, Rawn 


- tendent of transporta- 


tion on the Chesapeake & Ohio. In 1890 he became general 
superintendent of the Baltimore & Ohio Southwestern, and held 
this position about 12 years. Following this he was for about 
four months general superintendent of the Baltimore & Ohio, 
but in March, 1903, he went to the Illinois Central. From 
March, 1908, for three months he was assistant to the second 
vice-president of the I. C., and then was consecutively general 
superintendent of transportation, assistant general manager, gen- 
eral manager and vice-president. Mr. Rawn left the Illinois 
Central to become president of the Chicago, Indianapolis & 
Louisville on November 1, 1909. 





The Russian authorities have approved plans for building a 
railway nearly parallel with and some 175 miles south of the 
Siberian Railway, from Uralsk, on the Ural river, eastward 
through Orenburg, Orsk and Akmolinsk to Semipalatinsk, which 
is a town on the navigable Irtysh river, and connected by steam- 
boats with the Siberian Railway. The country on the route 
is semi-arid, but at the eastern end, near the foot of a moun- 
tain chain, is more fertile. From Uralsk to Semipalatinsk the 
distance is some 500 miles, but only 300 miles will be under- 
taken at present. The authorities also contemplate a line from 
Semipalatinsk northeastward by Barnaul, on the Ob, to a point 
where this river is navigable. The route is in or near the foot- 
hills of the Altai range, a productive country which has already 
attracted many Kussian settlers and has valuable mines. Be- 
sides these a coal road 125 miles long to bring coal to the Ob 
river and two lines in Central Asia, one 350 and one 540 miles 
long, are recommended. 
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Railway Construction. 





New Incorporations, Surveys, Etc. 


ALABAMA, TENNESSEE & NorTHERN.—This road has been ex- 
tended from Panola, Ala., to Geiger, five miles. (March 11, 
p. 546.) 


ANGELINA & Necues River.—An officer writes that work has 
been completed on an extension north to Naclina, Tex. The 
company is planning to build a further extension but is not yet 
ready to let contracts for the work. (Oct. 29, p. 827.) 


Arizona & CALIFoRNIA.—See Atchison, Topeka & Santa Fe. 
ARIZONA EASTERN.—See Southern Pacific. 


Arizona, Mexico & GuLF or CALIFoRNIA.—This company, 
which was organized last March to build from some point on 
the Arizona Southern, in Nevada, to Port Lobos, on the 
Gulf of California, about 225 miles for the main line with 
possible branches to Tucson and Phoenix, has let contracts to. 
C. J. Lantry, of Kansas City, and E. J. Scott, of St. Louis, Mo. 
The Arizona Southern (owned by The Imperial Copper Com- 
pany, which in turn is controlled by The Development Company 
of America), runs from Redrock, on the main line of the South- 
ern Pacific, to Silverbell, Arizona, where the mines of The Im- 
perial Copper Company are located. The contracts recently let 
call for the construction of 225 miles of main line from Port 
Lobos northeast to the Arizona Southern. It is expected to 
have the line built by the end of 1911. The plans also call for 
a 2,900-ft. pier at Port Lobos. B. P. Cheney, president, 81 Ames 
huilding, Boston, Mass.; V. L. Mason, vice-president, New York. 
The Arizona-Mexico Construction Company, 11 Pine street, New 
York, was organized to construct the line. F. M. Murphy, presi- 
dent. (April 22, p. 1064.) 


ATCHISON, ToPpEKA & Santa Fe.—The Arizona & California 
has been finished from Parker, Ariz., westward to Cadiz, Cal., 
84.4 miles, and on July 1 the new Los Angeles-Phoenix line 
was opened for business. (May 20, p. 1286.) 


ATLANTIC NoRTHERN & SoUTHERN.—An officer writes that a 
grading contract was given July 1 to Shuggart & Barnes 
Brothers, Des Moines, Iowa, for work on an extension of 38 
miles from Atlantic, lowa, south via Grant to Villisca. The 
company now operates a 17-mile line from Atlantic north to 
Kimballton. Maximum grades will be 1.75 per cent. and maxi- 
mum curvature 5 degs. (Nov. 26, p. 1036.) 


ATLANTIC, QuEeBec & WESTERN.—This road has been extended 
from Fort Daniel, Que., northeasterly to Newport, 15 miles. 
(May 18, p. 1236.) 


Bancor & AroostooK.—The Washburn extension has been 
opened for business. This consists of a line from Squa Pan, 
Me., northeasterly via Mapleton to Stockholm, 48 miles, with 
a branch from Mapleton eastward to Presque Isle, 7.5 miles. 
(Sept. 10, p. 477.) 


Bic Benn Transit.—An officer writes that the Secretary of 
the Interior has granted this company the only available termi- 
nals on the Spokane-Indian reservation, at the junction of the 
Spokane and Columbia rivers in Washington. The company 
has grading finished on its right-of-way through the Spokane- 
Indian and military reserves, and expects to begin construction 
work this year on the line, which is to be about 65 miles long. 
The projected route is from Spokane, Wash., west along the 
south bank of the Spokane river, to the mouth of that river, 
thence north, crossing the Spokane river and following the east 
bank of the Columbia river. Maximum grades will be 1 per 
cent., and there will be two bridges and several trestles. Will- 
iam A. Nicholls, president, 105 Howard street, Spokane. (Dec. 
10, p. 1166.) 


BritisH CoLuMBIA ELEctric.—A contract is said to have been 
given to McAlpine, Roberts & Co., Vancouver, B. C., for grad- 
ing work on extensions of the North Vancouver lines in the 
Capilona district. (Nov. 12, p. 942.) 


CanapvIAN NorTHERN.—An officer writes that a contract has 
been given to the Northern Construction Co., Ltd., Winnipeg, 
Man., to build under the name of the Canadian Northern Pacific: 
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a section of 60 miles of the proposed line from Vancouver, 
B. C., east along Fraser and North Thompson rivers via Lytton 
and Kamloops to Yellow Head Pass. The work will be heavy. 
Detailed plans of the line through the mainland of British Co- 
lumbia from the lower Fraser terminals at Port Mann to a point 
on Moose lake, eastward of Tete Jaune Cache, are said to have 
been filed with the chief commissioner of lands and formally 
accepted. The first. section includes the 37 miles from Yale, 
south along the Fraser river to Chilliwack. The second section 
extends from Chilliwack to New Westminster bridge. From 
Kamloops the line follows the North Thompson river 156 miles 
to its headwaters. V’lans for the section from the North Thomp- 
son to McLennan river have not yet been filed. The eastern 
line is to connect with this section, and will extend from the 
headwaters of Canoe river northerly to about 10 miles south of 
Tete Jaune Cache, at the junction of the McLennan with the 
Fraser river, thence continue easterly a total of 33.6 miles. 
The plans filed cover upwards of 400 miles of construction, but 
do not include a section of about 30 miles on the mainland. On 
Vancouver Island two reconnaissance parties are now in the 
field, one on the northern shore of Cowichan lake, and the other 
more southerly. It is expected that the reports will be made 
and the route decided upon in July so that contracts can be let 
at once. (July 15, p. 142.) 

An officer writes that contracts have been let to Foley, Welch 
& Stewart, St. Paul. Minn., to build the Duluth, Winnipeg & 
Pacific from Duluth, Minn., north to Virginia, about 75 miles, 
where connection is to be made with the Duluth, Rainy Lake & 
Winnipeg. The contract already let is for all of the work ex- 
cept the station buildings, water tanks and superstructures of 
steel bridges. The contracts for this work will be let at an 
early date. (July 8, p. 107.) 


CANADIAN NorTHERN Paciric.—See Canadian Northern. 


CANADIAN NoRTHERN QueEsBec.—An extension has been opened 
for business from Rawdon Junction, Que., to Rawdon, 5.7 miles. 
(March 11, p. 546.) 


CrosBYToN-SoutH PLarns.—An officer writes that contracts 
are let to M. H. Denison, Lubbock, Tex., for the grading, tres- 
ties, track-laying and surfacing work on this line. The projected 
route is from Lubbock, Tex., where connection is to be made 
with the Atchison, Topeka & Santa Fe northeasterly, thence 
easterly to Crosbyton, about 40 miles. There will be two tres- 
tles, one of 500 ft. and another 1,000 ft. long and 40 ft. high. 
(July 8, p. 103.) 


DEERING SOUTHWESTERN.—An officer writes that this line is to 
be extended at once from Deering, Mo., east to Caruthersville, 
on the Mississippi river, about 13 miles. An extension will also 
be built soon from Camp, the present southern terminus, south- 
west to Hornersville, about eight miles. (July 15, p. 142.) 


DuLutH, Winnieec & Paciric.—See Canadian Northern. 


Granp TruNK.—Plans are being made for depressing the 
tracks of the Grand Trunk in Toronto, Ont., it is said, from 
Bathurst street to Sunnyside crossing. The work is to be started 
at once and wiil cost about $500,000. When the improvements 
are finished there will be four tracks between Bathurst street 
and the freight yard at New Toronto. 


Great Lakes CoNNECTING.—Surveys are being made and right- 
of-way is being secured for a line through Lawrence county, 
Pa. The company was organized to build from Elwood City, 
Pa., northeast to Raymilton, 42 miles. (Feb. 11, p. 329.) 


Kentucky Roaps.—Plans are being made to build a line from 
Corbin, Ky., west through coal and timber lands via Somerset 
to Hopkinsville, about 200 miles. The first section to be built 
will be from Corbin west to Somerset, 30 miles. C. Williams, 
Somerset, is secretary of the railway committee. 


KertLe River VaALtry.—This company, which eventually will 
have a line to connect Vancouver, B. C., with the Kootenays, 
is said to have given a contract to Macdonnel, Gzowski & Co., 
Vancouver, for work on 30 miles of the section between Mer- 
ritt and the headwaters of Coldwater river. The company will 
receive a subsidy of $5,000 a mile from the province of British 
Columbia for 150 miles. From Coldwater the line is to be built 
eastward in the direction of Penticon, and either the main line 
or a branch will be built to Princeton. From Penticon the line 
is to be extended to Midway. From a point 10 miles northeast 
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of Midway the grade which was built by the Midway & Vernon 
between Rock Creek and Midway, will be used. 


KNOXVILLE, SEVIERVILLE & Eastern.—An extension of 15 miles 
is to be built, it is said, from the present eastern terminus at 
Sevierville, Tenn. (Nov. 5, p. 895.) 





LovIsviILLe, Lincoln Farm & MamMotH Cave TrRaction.—An 
officer writes that contracts are to be let about September 1 
for building this line from Mammoth Cave, Ky., southeast to 
Glasgow; also to Lincoln Farm and Hodgenville. Maximum 
grades will not be over 3 per cent. There will be two steel 
bridges and a hydraulic power house at Green river. J. M. 
Richardson, president, and C. Van-den-Burgh, general manager, 
Glasgow; H. H. Snyder, chief engineer. (May 20, p. 1282.) 


Mempuis, Dattas & GuLtr.—See this company in Financial 
News. 


Missourt, OKLAHOMA & GuLF.—The extension from Durant, 
Okla., south has been finished to Achille, 11 miles, and is now 
open for business. About 15 miles remains to be built to com- 
plete the extension to Denison, Tex. (May 13, p. 1237.) 


Nevapa Copper BeL_t.—This company, which now operates a 
line from Wabuska, Nev., east via Yerington to Mason, 14 miles, 
has construction work under way on 20 miles from Mason to 
the Nevada-Douglas Copper mine. P. J. Conway, Sweetwater, 
Nev., has a contract for some of the work. An officer writes 
that it is undecided when contracts will be let for a section of 
eight miles to complete the line to the Douglas mine. (Dec. 24, 
p. 1261.) 


NortHERN Paciric.—Passenger service is now in operation on 
the Red Mountain branch of the Rocky Mountain division from 
Helena, Mont., westward to Rimini, 18 miles. 

The Roslyn branch of the Seattle division has been extended 
from Roslyn, Wash., to Beekman, three miles. 


Orecon Suort Line.—An officer writes regarding the reports 
that a cut-off is to be built from Logan, Utah, northwest to 
Cache Junction, that plans for this work have not yet been 
adopted. (July 8, p. 104.) 

An officer is quoted as saying that work is to be started at 
once on a branch from Montpelier, Idaho, southwest to Paris, 
in the Bear river country, 11 miles. 


PHoENIX & BucxEye.—See Southern Pacific. 


Sr. Louis, Fort Smtrn & Datias.—Incorporated in Oklahoma, 
with $50,000 capital, to build from the Arkansas state line at 
Tort Smith, thence across the Poteau river southwest to Wil- 
burton, in Latimer county, Okla., 60 miles. The estimated cost 
of the work is $10,000 a mile. The incorporators include: John 
Vaughan, M. C. Burke, Fort Smith, Ark.; R. S. Willie, R. C. 
Alexander, Rogers; J. E. Reynolds and W. M. Murray, Arkoma, 
Okla. 


SouTHERN Paciric.—An officer writes that the Phoenix & 
Buckeye, which has been taken over by the Arizona Eastern, is 
building from Phoenix, Ariz., westward via Liberty and Buckeye 
to Arlington, towards Yuma, 50 miles. Track has been laid on 
40 miles. Shattuck & Erdlinger Co., Los Angeles, Cal., are the 
contractors. Important trestles will be built across the Agua 
Fria and Hassayampa rivers. (March 18, p. 749.) 

An officer writes that a survey has been made for a branch 
line from a point on the road between Woodland, Cal., and 
Tehama at Arbuckle, north via Colusa, Princeton and Glenn 
to Hamilton, which is the eastern terminus of a branch extend- 
ing from Wyo east. The new line will have a total length of 
about 50 miles. 


Union Paciric.—The Pleasant Valley branch of the Colorado 
division has been opened for business from Cloverly, Colo., to 
Hungerford, 13 miles. (Oct. 29, p. 829.) 


Unitep Rar.ways Co. /ELEectric), PorTtLAND, OreE.—This com- 
pany is said to have Ict a contract to build a section of 11 miles 
from Burlington, Ore., west to Glencoe. Bids were asked for 
recently to buiid from Glencoe west to Bay City, about 56 miles. 
(June 3, p. 1891.) 

Utran Roans.—According to press reports, residents of 
Beaver, Utah, are back of a project to build a line from Mil- 
ford south to Minersville, thence east via Adamsville to Green- 
ville, about 35 miles. 








Railway Financial News. 





Boston & ALBANy.—President Brown, of the New York Cen- 
tral, says that the Boston & Albany deficit, that is, the part 
of the § per cent. dividend on stock that the New York Cen- 
tral & Hudson River has been called on to make good under 
its lease of the B. & A,, is as follows: 


MOD as 59 WS5 saan wise Wels A panel a asa S VOOR aaa $28,355 
| EPRI Son ree Pr eee re eee T re rare 450,181 
|. LOO EERE ELIE EEE EEE ERT CRE 1,339,006 
LO RA ee eee ee eee ee Se ee Cie 1,624,177 
SPEER TEPER E PRO ee ie ee re 577,834 


Boston KarLtroap Hotpinc Co.—The directors have voted to ask 
the Massachusetts Railroad Commission for permission to 
issue new preferred stock, to be guaranteed by the New York, 
New HElaven & Hartford. No statement of the amount of 
the stock has been made public, but it is understood that if 
the desired permission is given, the New Haven company 
will probably return to the Boston Railroad Holding Co. the 
$20,012,000 4 per cent. bonds of the Holding company which 
the New Haven now has in ‘its treasury, and will receive in 
exchange an equal amount of preferred stock. The Holding 
company owns a controlling interest in the stock of the Bos- 
ton & Maine. 





Burrato & SUSQUEHANNA Rattway.—The federal court has 
authorized the receiver to issue $383,000 receiver’s certificates. 


CANADIAN NokTHERN.—The company has issued $3,000,000 series 
“V”" 4¥, per cent. first mortgage equipment bonds, maturing 
10 per cent. annually from November 1, 1911, to 1920. The 
mortgage is secured on 3,250 freight cars, 43 passenger cars 
and three locomotives. The amount of the bond issue repre- 
sents 75 per cent. of the cost of this equipment. 


CENTRAL NEw EwcGLANnv.—Joseph Moore, Jr., has sent a letter 
to the minority stockholders asking them to accept the offer 
of the New York, New Haven & Hartford to buy their stock 
at $45 a share for the preferred and $22.50 for the common, 
providing suiticient of the outstanding stock is delivered. The 
New York, New Haven & Hartford owns $3,420,285 of the 
$3,750,000 preferred stock and $4,432,776 of the $4,800,000 com- 
mon stock of the Central New England. 


CHESAPEAKE & Ounl0.—The Chesapeake & Ohio Equipment Cor- 
poration has been chartered in Virginia with $1,000,000 author- 
ized stock. The charter of this company is in connection, it 
is said, with the preparations for a new issue of equipment 
bonds. George W. Stevens, president of the C. & O., is presi- 
dent of the new company. 


CHESAPEAKE & OuIo oF INDIANA.—This company, which has 
been formed to take over the Chicago, Cincinnati & Louis- 
ville, is to issue $8,200,000 bonds dated July 1, 1910. The total 
authorized capital stock is $3,000,000. ~ 


Cuicaco, Cincinnati & LoursviLtE—See Chesapeake & Ohio of 
Indiana. 


Hockinc Vattey.—Colone!l S. C. Reynolds, who was recently 
elected a director of the Kanawha & Michigan, has been 
elected also a director of the Hocking Valley. The special 
meeting to authorize an increase of the common stock to 
$26,000,000 has been again adjourned to July 21. It is under- 
stood that the only suit now pending in the federal courts 
against the Hocking Valley is the one affecting the right of 
the Chesapeake & Ohio to the ownership of the majority of 
the stock of the Hocking Valley. 


Kansas City, Fort Scorr & Mempuis.—The New York Stock 
Exchange has listed $1,069,000 additional 4 per cent. guaranteed 
‘refunding mortgage bonds. Of these bonds $592,000 were is- 
sued to retire an equal amount of underlying bonds, $167,000 
were issued for refunding purposes and $310,000 were issued 
for additional lines and terminals. 


Mempuis, DatLtas & GuL_r.—The company has filed a certificate 
of increase of capital stock from $645,000 to $7,875,000. The 


proceeds of the sale of the additional capital stock is to be. 


used, it is said, to extend the line from Murfreesboro, Tenn., 
to Memphis. 





Missourt Paciric.—See St. Louis, Iron Mountain & Southern. 








NEw YorK, SUSQUEHANNA & WESTERN. 





Jury 22, 1910. RAILWAY AGE GAZETTE. 175 


New York, Cuicaco & Sr. Louis.—A semi-annual dividend of 


242 per cent. on the $5,000,000 first preferred, and 2% per 
cent. on the $11,000,000 second non-cumulative preferred stock 
has been declared payable September 1. Dividends have here- 
tofore been paid annually in March. In 1907 5 per cent. was 
paid on the first preferred and 4 per cent. on the second 
preferred and nothing on the common; in 1908 and 1909 5 
per cent. each was paid on the first prefetred and second pre- 
ferred and nothing on the common; in March, 1910, 5 per 
cent. was paid on each of the first preferred and second pre- 
ferred and 3 per cent. was paid on the common. 


New York, New Haven & Harrrorp.—T. De Witt Cuyler has 


been elected a director, succeeding J. H. Whittemore, deceased. 
Mr. Cuyler is an additional representative of the Pennsylvania 
interests on the New Haven board. He is a director of the 
New Haven, of the Atchison, Topeka & Santa Fe, and was 
recently elected a director of the New York, Ontario & West- 
ern, a subsidiary of the New Haven. 

See also Central New England. 

See Boston Railroad Holding Co. 

See also an item in regard to this company in General News. 





The second mortgage 
bondholders of the Middletown, Unionville & Water Gap have 
refused to accept the extension of their bonds, of which 
there are $250,000 outstanding, for one year from June 1. 
The interest on the first mortgage bonds is guaranteed to 
November I, i911, by the New York, Susquehanna & West- 
ern, which operates the Water Gap and owns a majority of 
the $150,000 stock. The interest on the second mortgage 
bonds was guaranteed by the Susquehanna up to June l, 
when the principal became due, and the Susquehanna offered, 
if the bondholders would consent to the extension of the 
principal, to guarantee interest for a year, but 60 per cent. 
of the bondholders refused this offer and no interest is now 
being paid. 


NORTHERN CENTRAL.—The committee representing the minority 


stockholders and the committee representing the majority stock 
have agreed with the Pennsylvania Railroad to a 999-year 
lease by the Pennsylvania of the Northern Central. The hold- 
ers of the stock, $19,342,550, are to receive a stock dividend 
of 40 per cent. and 10 per cent. in cash paid from treasury 
assets. The Pennsylvania Railroad is to guarantee 8 per cent. 
dividends on both the old and the new stock. After the Penn- 
sylvania Railroad directors have passed on the report of their 
committee, the stockholders of the Northern Central will vote 
on the question of approving the lease. 


PENNSYLVANIA Rat_roap.—The Philadelphia Stock Exchange has 


listed $12,750,000 additional Allegheny Valley general mortgage 
4 per cent. bonds. These bonds were issued to retire $10,000,- 
000 Allegheny Valley first 7 per cent. bonds due April 1, 1910, 
and for general purposes. 

See also Northern Central. 

The New York Public Service Commission, New York City. 
has approved an agreement between the Pennsylvania Tunnel 
& Terminal, which owns the Pennsylvania tunnels, and the 
Pennsylvania Railroad, whereby the Pennsylvania Railroad 
is to operate the tunnels and to pay the Tunnel company the 
net profits from this operation for the 10 months beginning 
August 1. 


St. Louis, Iron Mountain & SouTHERN.—This company has 


declared an-.annual dividend of 6 per cent. This contrasts 
with 4 per cent. paid in 1908-1909, 5 per cent. in 1907-1908, 
14 per cent. in 1906-1907. Of the $44,396,573 stock of the 
Iron Mountain, the Missouri Pacific owns $44,336,600. 


Wueetinc & Lake Erte—The United States Circuit Court has 


authorized the receiver to issue $180,000 receiver’s certificates, 
the proceeds of the sale of which will be used for the com- 
pletion of the Sugar Creek & Northern branch. The court 
has also authorized the extension of $750,000 receiver’s cer- 
tificates, due July 1, August 7 and September 1. Arrange- 
ments for the extension of these certificates have been made 
through Kuhn, Loeb & Co. and Blair & Co., both of New 
York. The court has refused the receiver’s request for 
authority to issue an additional $240,000 certificates for the 
purchase of tools, construction stations, etc. 








The Railway Supply Manufacturers’ Association has moved 
its offices from 313 Sixth avenue, Pittsburgh, Pa., to room 2135, 
Oliver building. 


John F. Schurch, chief clerk to the president of the Minneap- 
olis, St. Paul & Sault Ste. Marie, has been elected treasurer of 
the Railway Materials Co., with office in the Old Colony build- 
ing, Chicago. 


The Isthmian Canal Commission will receive bids until August 
5 for lumber, centrifugal pumps and fittings for same, steel 
castings, locomotive and truck springs, steel links for cross con- 
veyor, non-liquid oil, cable grease, etc. (Circular No. 595.) 


The Atchison, Topeka & Santa Fe has ordered from the West- 
ern Electric Co. 600 of the Western Electric new telephone 
selectors—the largest order for selectors ever given. The New 
York Central and the Pennsylvania have given repeat orders 
for these selectors. 


The motive power department of the Chilian Transandine 
Railway, Ltd., wants catalogues of all kinds of locomotive 
equipment and supplies, and machinery and supplies for rail- 
way shops. These catalogues should be addressed as follows: 
Locomotive Superintendent, Transandine Railway Company, 
Ltd., Los Andes, Chile, S. A. 


Virgil G. Bogue, consulting engineer, 15 William street, New 
York, has returned to his headquarters at the New York office. 
It will be recalled that Mr. Bogue has for the past four years 
spent much of his time in the west as vice-president and chief 
engineer of the Western Pacific, which road he built and turned 
over to its owners last January. 


The freight car shop of the Pullman Co., Pullman, IIl., was 
struck by lightning July 17, and the south end of the building 
was partly destroyed by fire. The damage was confined to the 
engine and boiler rooms and the dry kilns; the loss was entirely 
covered by insurance. The erecting shop, which contained 90 
refrigerator cars at the time, was not damaged. It is expected 
that the plant will be running normally in a few days. 


George E. Hannah, who went into the general machinery busi- 
ness after resigning his position with the American Locomotive 
Co., has concluded that he will again join the ranks of the 
railway supply fraternity. His address is Paterson, N. J. Mr. 
Hannah was identified with the Rogers Locomotive Co. before 
it was taken over by the American Locomotive Co. and served 
as a salesman, purchasing agent, secretary, treasurer and as- 
sistant to the president. 


Dexter L. Phipps, general manager of the Chicago Refrigerator 
Car Co., has resigned to become president and director of the 
Chicago Car & Equipment Co., Clearing, Ill. Mr. Phipps has 
been engaged in the car building business for the past 20 years 
and is thoroughly experienced in this line. The Chicago Car & 
Equipment Co. has been in business during the past year, its 
work being largely in the line of car and locomotive repairs. The 
company expects to open offices and headquarters in Chicago in 
a short time. 


The Southern Railway Equipment Co., St. Louis, Mo., entered 
its new building, 113 North Second street, on July 1. This com- 
pany has secured the direct agency for that territory for the 
Anchor Packing Co., and D. J. Murray, the local representative 
of that company has taken charge of the packing department of 
the Southern Railway Suppiy Co. M. E. Towner, whose resigna- 
tion as purchasing agent of the St. Louis & San Francisco has 
been announced in these columns, has been elected president of 
the company, Mr. Bartman becoming secretary. 


At a meeting of the board of directors of The Petroleum 
Iron Works Co., Sharon, Pa., on July 11, 1910, C. H. Todd, of 
Washington, Pa., was elected president to succeed E. G. Wright, 
resigned. Mr. .Todd, who was one of the founders of the 
Petroleum Iron Works Co., and who will be in active charge 
of the company’s affairs, is well and favorably known, especially 
in the eastern and southwestern oil fields. The directors re- 
ported the plant as running at full capacity, with sufficient orders 
booked to insure a steady run for several months, and the finan- 
cial position of the company as unusually strong. 
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TRADE PUBLICATIONS. 


Locomotive Coaling Stations—The Roberts & Schaefer Co., 
Chicago, has issued its Bulletin No. 21, containing illustrations 
and detail information of 25 coaling stations which it has de- 
signed and built for railways. 


Unions.—The Jefferson Union Co., Lexington, Mass., has re- 
cently issued a catalogue of its style F male and female union. 
This company is preparing a catalogue on its new swing union, 
which will be distributed in the near future. 

Sash Operator—The G. Drouvé Co., Bridgeport, Conn., has 
just issued a folder setting forth the important features of its 
“Straight-Push” sash operator for shop buildings, etc. Three 
photographs are reproduced, two of which show, in half-tone, 
an installation, the third being a line drawing made from a pho- 
tograph of a test made on a 150-ft. installation. Seven men are 
seen standing at equal distances along the sash which is being 
raised with them, under the control of one man. 





RAILWAY STRUCTURES. 


Los ANGELES, CaL.—The Pacific Electric has let the contract 
to the Weber-Duller Co., Los Angeles, for building a reinforced 
concrete bridge 396 ft. long and 32 ft. wide over the tracks of 
the Los Angeles Railway Co. at Cornwell street. 


MammortH Cave, Ky.—See Louisville, Lincoln Farm & Mam- 
moth Cave Traction, under Railway Construction. 


Orrawa, Ont.—Bids are wanted up to July 25 by L. K. Jones, 
secretary of the Department of Railways and Canals, at Ottawa, 
tor the substructure of the Le Pas bridge on the Hudson Bay 
Railway. (July 8, p. 107.) 

PorTLAND, OrE.—An officer of the Oregon Railroad & Navi- 
gation Co. writes that bids are in and work is to be started at 
once on a brick and steel freight station at Portland. The struc- 
ture will be one-story high, 70 ft. wide, 1,000 ft. long, and cost 
about $142,000. Contract for the work has not yet been let. 

The double-deck steel bridge to carry two tracks for the 
Oregon Railroad & Navigation Co. to be built over the 
Willamette river at Portland, is to have concrete foundations. 
The bridge will consist of two 286-ft. spans, one 212-ft. span, 
two 60-ft. girders, 818-ft. highway viaduct. The towers for the 
lift span will be 265 ft. high, and the improvements will require 
6,500 tons of steel. The total estimated cost is $1,500,000. A 
contract for the sub-structure has been given to the Union Bridge 
& Construction Co., Kansas City, Mo. Contract for the steel and 
erection has not yet been let. (June 17, p. 1572.) 


Quesec, Que.—The Quebec bridge, for which bids for the 
superstructure are being asked for by L. K. Jones, secretary of 
the Department of Railways and Canals at Ottawa, Ont., up to 
September 1, is to be of steel construction, requiring about 70,000 
tons. It will be a cantilever bridge with a 1,758-ft. span be- 
tween the river piers. The greatest height of the trusses will 
be 290 ft. Contract for the foundation work has been let to 
M. P. & J. T. Davis. (July 15, p. 145.) 


St. Louis, Mo.—The city council has passed a bill authorizing 
the abolishment of the grade crossing at Compton avenue. The 
Missouri Pacific, the St. Louis & San Francisco, the Wabash, 
and the Terminal Railroad of St. Louis will unite in the con- 
struction of the steel viaduct, the companies agreeing to pay 
for the structure and pay all property damages. The cost is 
estimated at $370,000, and the time for its completion is set for 
July 1, 1911. 

The Chicago, Rock Island & Pacific has let the contract to T. 
S. Leake & Co., Chicago, for building a roundhouse, oil house 
and machine shop. These buildings were mentioned in the Rail- 
way Age Gazette of March 18. 

WEATHERFORD, TEx.—The Gulf, Colorado & Santa Fe has let 
the contract to H. D. McCoy, Cleburne, Tex., for building a 
combined passenger and freight depot. The building is esti- 
mated to cost $20,000. (June 3, p. 1393.) 

Wicuita Fatis, Tex.—The six roads entering Wichita Falls 
have agreed on plans for a union station and the contract for 
the building has been let to the Texas Construction Co., Fort 
Worth, Tex. The contract price is $97,000, and the date for 
completion is fixed as January 1, 1911. The building will be 
281 ft. long, two stories high and of fireproof construction. 
(May 13, p. i239.) 
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Late News. 


The items in this column were received after the classified 
departments were ciosed. 








The Southern Indiana is considering ordering five consolida- 
tion locomotives. 


William Daves, special signal engineer of the Chicago Great 
Western, with office at Chicago, was thrown from a motor car 
and killed on July 19 near Oelwein, Iowa. 


The attempt to have the Grand Trunk strike of conductors and 
trainmen settled by arbitration had up to Thursday failed. Vice- 
President Murdock, of the Brotherhood of Railroad Trainmen, 
said that the trainmen would not consent to arbitration. See 
page 165. 


A press despatch from Mexico City says that the National 
Railways of Mexico have placed an order for new equipment 
amounting to $4,000,000 gold. It calls for 20 Mallett articulated 
compound locomotives, mail, baggage and express cars and 3,200 
freight cars. 


The supreme court of Alabama has ordered the sale, on August 
l,of the entire stock of the Chattanooga Southern, of which 
there is $2,250,000 common and $750,000 preferred. The road 
tuns from the Tennessee state line to Gadsden, Ala., 87 miles, 
and has trackage rights into Chattanooga. 


The fourth annual meeting of the American Peat Society will 
be held at Ottawa, Can., on July 25, 26 and 27. The place of 
meeting is especially appropriate, as the Canadian government 
maintains a fuel-testing plant for peat only at Ottawa. The pro- 
gram, which consists of a number of individual papers on the 
use of peat, includes a visit to the government plant. Julius Bor- 
dollo, of Kingsbridge, New York city, is the secretary. 


The Central City & Pactolus has been incorporated in Colo- 
tado, with $1,250,000 capital, to build from Pactolus, Colo., on 
the Denver, Northwestern & Pacific, near the mouth of the South 
Beaver creek, in Gilpin county, south to Central City, thence via 
Nevadaville to Russell gulch about 12 miles.- A branch may also 
be built from Central City, east to Black Hawk. The incorpora- 
tors include T. E. Watters, J. McDonough, F. H. Gray, D. J. 
Davies and P. L. Morris. 


All the railways in official classification territory, which include 
the roads operating in the Western Trunk Line Committee ter- 
ritory, in the central territory and east of Chicago, have volun- 
_tarily postponed the effective date of their increased freight rates 
until November 1. This action on the part of the railways fol- 
lows the announcement by the Interstate Commerce Commission 
that it had decided to suspend all important increases pending an 
investigation into their reasonableness. This makes it unneces- 
sary for the I. C. C. to suspend the rates piecemeal. 


Announcement is made that the railways are working on the de- 
tails of a plan for collecting and diffusing correct information re- 
garding rates, the relation which these rates bear to the value of 
commodities and other pertinent matters. It is hoped that the 
wide dissemination of this information will result in the better 
understanding between the general public, the shippers and the 
railways. In various sections, specific studies will be made of 
the causes of any dissatisfaction that may be found, so as to 
explain the conditions that determine the attitude of railways or 
to remove the causes of just complaint if it be found that the 
railways are at fault. This undertaking is in pursuance of the 
belief that if both the public and the railways have a clear and 
fuller knowledge and better understanding many differences 
which now arouse irritation will not only be lessened but re- 
moved. A bureau of railway economics, with a central office at 
Washington, will be charged with the collection, computation and 
verification of necessary statistics and with the consideration of 
events of general interest in the transportation field. This bureau 
will co-operate with the railways in the endeavor to bring about 
improvements in the relations between them and the public. The 
committee which is formulating this plan consists of W. C. 


Brown, of the New York Central Lines; E. P. Ripley, of the- 


Santa Fe; W. W. Finley, of the Southern Railway; Darius Mil- 
ler, of the Burlington; Daniel Willard, of the Baltimore & Ohio, 
and B. L. Winchell, of the St. Louis & San Francisco. 
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Equipment and Supplies. 


LOCOMOTIVE BUILDING. 








The Atlantic Northern & Southern expects to be in the 
market for locomotives within from 30 to 60 days. 

The Atlantic Coast Line, as reported in the Railway Age 
Gazette of July 8, has ordered six simple consolidation locomo- 
tives from the Baldwin Locomotive Works. 

General Dimensions. 
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Special Equipment. 
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CAR BUILDING. 





The Atlantic Northern & Southern expects to be in the 
market for rolling stock within from 30 to 60 days. 

The Baltimore & Ohio has ordered the 1,000 composite gon- 
dola cars for which it has been in the market for some time. 
These cars compiete the 5,000 car inquiry previously noted and 
reported in the Railway Age Gazette of July 15. 

The Texas Company, Houston, Tex., has ordered 200 tank cars 
from the American Car & Foundry Co. The cars are divided 
into the following classes: 85, 8,000-gal., single-compartment ; 
10. 8,000-gal., two-compartment; 15, 8,000-gal., three-compart- 
ment; 65, 6,000-gal., single-compartment; 25, 6,000-gal., two-com- 
partment. 





MACHINERY AND TOOLS. 





The Chicago, Milwaukee & St. Paul has ordered the tools 
mentioned in the Railway Age Gazette of July 8, the 36-in. up- 
right drili being placed with E. Harrington & Son, and the re- 
mainder of the tools with Manning, Maxwell & Moore. 





IRON AND STEEL. 





The Western Maryland has ordered 12,000 tons of bridge 
steel from the McClintic-Marshall Construction Co. 

The Erie has ordered 1,000 tons of brize. steel from the 
Pennsylvania Steel Co. for a lift bridge at Cleveland, Ohio. 

The Baltimore & Ohio has ordered 1,000 tons of rails from 
the Carnegie Steel Company and 500 tons from the Illinois Steel 
Company. 

The Oregon Railway & Navigation Co. will use 6,500 tons of 
structural steel for the double-track bridge to be built over the 
Willamette river at Portland, Ore. 

The National Brake & Electric Co., Milwaukee, Wis., has let 
the-contract to the American Bridge Co. for the structural steel 
for its new machine shop and warehouse. 
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The Quebec Bridge, for which bids are now being asked by 
L. K. Jones, secretary, Department of Railways and Canals, 
Ottawa, Ont., will require 70,000 tons of steel. 


The Lima Locomotive & Machine Co., Lima, Ohio, has let 
the contract to the Massillon Bridge & Steel Co. for 600 tons 
of structural steel for an addition to its plant. 


The Mempiis Union Station Co., Memphis, Tenn., has or- 
dered 708 tons of structural steel from the Richards-Noelke 
Jron Works, Indianapolis, Ind., for the new union passenger 
station. 


The Denver & Rio Grande and the Colorado & Southern will 
require 13,600 tons of rails, 34,000 rail joints, 652,000 tie plates, 
6,000 kegs of spikes, 800 kegs of track bolts, 300 tons of cast 
iron pipe and 376 tons of bridge steel for building the double 
track line from Pueblo, Colo., to Walsenburg. 


General Conditions in Steel——The steel situation remains 
about the same as reported last week. Shipments are heavy 
and greatly exceed the amount of new orders received. The 
Republic Iron & Steel Company has reached an agreement with 
its men and its miils wili be started up immediately. Five 
Canadian steel companies have united to form the Steel Com- 
pany of Canada, with a capital of $35,000,000. 


Private Car Telephones. 


Private cars on the Lehigh Valley have recently been equipped 
with portable telephones, through the medium of which connec- 
tions may be secured with telephone train wires, or private tele- 
phone lines, at any point along the line. The connection is es- 
tablished by the use of line poles attached to the wires above. 

It is thought that the Lehigh Valley is the first road to equip 
its private cars in this way. At present, two cars, those of the 
vice-president and of the general manager, have been equipped 
with telephones. in the former car there are three telephone 
stations, one in the rear observation room, one in the vice-presi- 
dent’s stateroom and one at the stenographer’s desk. The gen- 
eral manager’s car is equipped with but two phones. 

_ Recent transmission tests of this service, made between the cars 

















Lehigh Valley Private Car with Telephone Equipment. 


stationed at Sayre, Pa., and the railway offices in New York, are 
said to have proved satisfactory. The accompanying illustration 
shows car 351 with the line pole attached to the wires above. Be- 
neath the car, in a watertight box, a flush type receptacle and a 
standard telephone sub-station protector are mounted. The line 
pole used to establish connections with telephone line along the 
right of way has one end of its connecting cord fitted with a plug 
which registers with the receptacle. At some stations, jack 
boxes, mounted on poles, are provided and the connections are 
made by a cord fitted with two plugs. 

A special 16-cycle battery-operated interrupter is used for sig- 
naling. The battery is supplied from 20 dry cells carried in a 
holder beneath the car. This telephone equipment, furnished by 
the Western Electric Company, New York, was made of special 
design and finish to conform with the luxurious appointments of 
the private cars. 
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Dart Unions and Flanges. 

In the illustrations are shown a pipe flange, an air pump union, 
and a pipe elbow, made by the E. M. Dart Manufacturing Co., 
Providence, R. I., all of which have the Dart bronze seats. 

This style of joint, used in connection with piping joints of 
various descriptions, has two seats of bronze, so made to prevent 








Dart Flange Union. 


corrosion. The iron portions of these flanges and unions are 
made of malleable iron, of heavy pattern. The shoulders in 
the nut and on the swivel end are very substantially built to 
withstand heavy strains. 
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Dart Elbow and Air Pump Union. 


The Dart flange union, shown herewith, is adapted for high or 
low pressure service, and tight joints may be obtained, regardless 
of the unions being in or out of alinement. 


Improved Castor or Portable Turntable. 


The accompanying cut shows the Norwood vehicle castor, or 
portable turntable, for handling automobiles during loading or 
unloading at railway depots. 


It is said that lifting an automobile 
in order to get it out of 
the car, and afterward 
lifting and dragging it 
around the platform, not 
only strains and bends the 
fenders, lamp forks, etc., 
but often snags the tires 
by dragging them over 
nails, splinters, etc., causing damages and considerable loss to the 
railway company. With this device, fewer men are required for 
handling automobiles, and the device may also be used in han- 
dling large crates, etc. 

The body portion of the Norwood castor is made of malleable 
iron, having four large ball-bearing castor rollers on the corners, 
forming a small truck. The castor is built to conform to the 
shape of the wheel, and the ends of it droop within % im. of the 
floor, so that the wheel of the automobile will easily roll into it. 

This castor should be very useful at railway depots as well as 
in shops and storerooms. It is manufactured by the Automobile 
& Accessories Mfg. Co., Baltimore, Md. 
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Norwood Vehicle Castor. 

















